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Qa os 


You owners and managers of American Business 
have just completed one of your greatest years. You 
have overcome tremendous difficulties. You have 
multiplied output. You have maintained or bettered 


the highest previous standards of quality. | 


In short you have set records which we believe no 
one but you can improve. We have no doubt that 
many of you are already aiming at higher marks 
for 1943. It will be our purpose to help you attain | 
them. So we pledge our every effort to make ware- 4 
housing the least of your troubles during the coming ‘ 


twelve months. | 
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CROOKS TERMINAL WAREHOUSES, Inc. 


Chicago—433 W. Harrison St. New York Office—271 Madison Ave. Kansas City—1102 Union Ave. 
Associated with Overland Terminal Warehouse Co., 1807 E. Olympic Bivd., ss Angeles 


Information See TRAFFIC WORLD WAREHOUSE SECTION | Oo 
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Timken Bearing Equipped cars is 
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“Jlrere (4 are going places !” 


One thing is certain for 1943—shippers 
who use CCC HIGHWAY will get ; 


efficient and dependable transportation. 





THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid Ave. Cleveland, Ohio 
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Six Months. Past and Future 


With the Traffic World of January 9 will be sent 
® to subscribers, for preservation and binding with 
their copies of the magazine, the index for the six 


' months volume, July-December, 1942, which contains 
1,536 pages, exclusive of covers—an average of slightly 
) less than sixty pages for each number. 


This six months period, as we pointed out in this 


column at its beginning that it would be, has been 
' marked by many important transportation develop- 


ments and changes in ways of doing business, center- 


' ing chiefly about the war effort. It has been no small 


task for the traffic man, both shipper and carrier, just 


' to keep up with the things he has been expected or 
' ordered to do or refrain from doing. The prospect is 
_ that the next period of six months or a year will be 


still more harrowing, in spite of the success with which 
our arms are meeting. It is to be remembered that 


_ the Axis powers are still in the ascendancy on the soil 


of their enemies and that, though we and our allies 
have made a good beginning and there is greater room 


_ for hope and more reason for cheers than six months 
_ ago, we probably still have a long and hard journey 


ahead. If the unexpected should happen and the pic- 
ture get so much brighter that the end could be reached 


in 1943, we might expect the government controls and 
regulations with respect to transportation, as in other 
fields, to lighten; on the other hand, until the end of 
the war is definitely in sight, we may expect them to 
tighten and increase. The prospect is that the latter 
will be the case, at least for the next six months and 
probably for a year. So the man who labors in the 
transportation field must make up his mind to greater 
efforts, not only to comply with new rules and regula- 
tions, but even to learn what they are. 

As the picture becomes brighter or, at least, not 
quite so dark, the thoughts of men naturally turn to 
consideration of what will happen after the war—what 
will be the post war status of transportation, among 
other things. 

As we have said before, we are not of those who 
think that, because we have had a war that has caused 
great economic upheavals, there must necessarily be 
a change in our after-the-war methods of doing busi- 
ness. Naturally, an emergency of this sort has shown 
us ways of doing things that we did not realize or care 
to undertake until necessity forced them on us. To the 
extent that these ways are good and can fit in with 
business operations in peace time under democratic 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patehwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do meting by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have te deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 

ll the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that the 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only te expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress te make recom- 
mendations fer legislation. 


Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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processes, they should be maintained and preserved. 
But the point we make is that there need not be an 
entire overturning of methods that prevailed before 
the war, in transportation or anywhere else. 

We believe that the “social planners’—perhaps 
sincere, from their point of view—are taking advantage 
of the war to persuade the public that there must be 
radical changes in many of our economic methods— 
and they seem to be meeting with a considerable degree 
of success. It is common to hear men speak as if it 
was all settled that things must be done differently 
after the war is over and the only question was just 
what the changes should be. In transportation this is 
as true as in other fields. Even many of those who 
oppose the “social planners” and would retain trans- 
portation as private enterprise managed with the least 
possible government regulation seem to be yielding to 
the temptation to set up something novel and attrac- 
tive, on the theory that there must be something new 
after the war. We may come to the point where we 
shall have to accept something from such sources 
rather than a scheme of the demagogues and crack- 
pots, but, as we view it, that time is not yet here. We 
are for a return to “normal” conditions with such im- 
provements —like motor and rail coordination, for 
instance—as have been forcibly brought to our atten- 
tion by the emergency through which we have passed. 
And we think the men in the business will be wise not 
only to accept but to insist on such improvements 
before they get some phony scheme stuffed down their 
throats. While this is a time for hoping for a return 
to “normalcy,” it is not a time for stupidly and com- 
placently expecting a return to the “good old times” 
in transportation. 

We would carry this idea of return to normal 
ways and customs even as far as our international 
relations, notwithstanding the philosophy of the global 
strategists who see as a result of this war that there 
shall be no more of what they call “isolation” but, 
rather, a participation by us in the affairs of all na- 
tions to the end that there shall be peace on earth and 
good will toward men everywhere. That may be a 
wonderful idea worthy of being carried out, but our 
point is that it does not follow as a necessary result 
of this war. 

We are, of course, in a war and, however we got 
there or whatever we might have done to keep out of 
it, we must win it. There is no doubt about that. But 
history, we believe, will say that we could have kept 
out of it. Those who reply that we were attacked by 
the Japs at Pearl Harbor lose sight of the fact that 
that was only the overt act that brought on the shoot- 
ing. We had been aiding in every way “short of war” 
nations the Axis was fighting. Anybody with a grain 
of sense knew, regardless of the Roosevelt rot about 
not sending our boys to fight on foreign shores, that, 
sooner or later, we would be involved in a shooting 
war. It came. Could we have kept out of it? We think 
we could, by refraining from aid to either side and 
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by arming ourselves effectively against aggression. 
Can we keep out of the next one, if there is to be a 
next one, without participation in some international 
agreement that is the surest way to involve us in 
another war somewhere, sometime? We think we can. 
At any rate, whether we can or not is a proper subject 
for difference of opinion and debate. It does not at 
all follow that, because we have been in this war, we 
must participate in the setting up of an international 
plan with the hope of averting future wars and the 
certainty that, if there is another war, we must par- 
ticipate in it on the side of those we think to be right. 


Let’s try to clear our thinking as the new year 
dawns. 


Rationing 


And now, in addition to other such measures, we 

are to have rationing of canned fruits and vege- 
tables, effective some time in February but announced 
six weeks or two months in advance. 

Starry-eyed administration representatives—either 
just because they are starry-eyed or because they 
think that kind of talk can best bring about results 
and at least sounds good—rely on the “patriotism’”’ of 
housewives and others not to take advantage of this 
notice and “stock up” on canned goods. These spokes- 
men, if they really believe what they say, ought to 
learn the facts of life. It may be a sad fact but it is 
a fact that nine out of ten of the persons who read 
these words either will take advantage of the situation 
themselves by loading their shelves with what they 
desire in the way of commodities that are to be ra- 
tioned, or they know of others who will do so. That 
is the way people are built. 

But they have another argument in excuse of this 
advance notice. It is that, even if one does stock up, 
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he will have to declare what he has and so can get | 
no more until his supply is exhausted. Well, what of | 
it? Quite aside from the fact that some will lie, regard- | 
less of penalties if caught, all of these forehanded ones © 


will have what they want, even if they do declare it, 


while those who have not bought supplies in advance 


of rationing may not get as much as they want or need. 

The principle of rationing is, of course, sound. 
There are many doubts, however, as to its necessity 
and many evidences of the senseless way in which it 
is being done. Those responsible for it tell us it is 
necessary but they are not entirely convincing. For 


instance, it might be explained why a man, when he | 
becomes a soldier, eats more than he did before. The ‘ 
number of our eaters has not been increased. It might [| 


also be explained whether or to what extent com- 
mercial export of articles rationed has been curtailed. 


And, on the other side, it might be explained that a / 


considerable portion of what we ship abroad to our 
soldiers and our allies perhaps does not get there. 
There ought to be no shadow of excuse left for those 
who disregard the regulations. Their necessity and the 
wisdom of their administration ought to be beyond 
question. . 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
Inereases im Texas Rates merce act relative to transportation rates and charges, except the 


Some observers saw in the Commission’s decision in No. 
28846, Increases in Texas Rates, Fares and Charges (see Traffic 
World, Dec. 26, p. 1510), an indication that the Office of 
Price Administration would not be successful in its efforts to 
have the Ex Parte 148 increases eliminated. 


The Commission—unanimously, except that Commissioner 
Splawn, of Texas, did not participate in the disposition of the 
case—authorized, with exceptions, the raising of Texas rail 
intrastate fares and charges to the interstate level permitted 
in Ex Parte 148, notwithstanding the opposition expressed by 
the O. P. A. and the director of economic stabilization, based 
on the contention that to permit the increases would be in- 
flationary. Commissioner Alldredge wrote the report. 


A statement in the report believed to be particularly 
significant was that the Commission said it had, in Ex Parte 
148, taken into consideration the effect of rate increases on 
inflation and that this had been “reflected in the increases 
which we authorized under Ex Parte No. 148.” 


The Commission also held, in effect, that the “interven- 
tion” provisions of the price control act of October 2 did not 
modify the provisions of the interstate commerce act. 


Again, statements of the Commission that attracted atten- 
tion were those in which note was taken of increased earnings 
of the carriers. These excerpts are as follows: 


The recent increases in the carriers’ rates of return as shown by 
the appendix, for example 6.21 per cent on operations in Texas in May, 
1942, are the result primarily of the increased traffic due to the present 
emergency. It follows the lean period of 1931-1941, when the rates of 
return on the carriers’ interstate and intrastate operations in Texas 
ranged from 0.57 to 3.36, and averaged only 1.56 per cent, with an 
operating ratio ranging from 71 to 81, and averaging 77 per cent. 
The 3.36 per cent return in 1941 reflects a net railway operating in- 
come of about $30,000,000. The corresponding net railway operating 
income for 1942, based on the first five months of that year, is esti- 
mated at about $50,000,000, which is equivalent to a return of 5.6 
per cent. Applying the Ex Parte No. 148 increases to the intrastate 
operations in Texas would increase this return to about 6 per cent. 


These returns are based on book investment, the rate-making value not 
being shown of record. 


At least 50 per cent of the total volume of tonnage now being 
handled by the southwestern rail carriers and the Texas carriers in 
particular, consists of materials used in the war effort. Besides the 
constant increase in the volume of war traffic, the complexion of the 
remaining traffic is undergoing a constant change, due in part to em- 
bargoes against grain shipments and in part to the greatly restricted 


movement of automobiles, refrigerators, radios, and other civilian 
traffic. 


The increased use of the railroad facilities due to the war effort 
necessarily entails a corresponding increase in plant depreciation re- 
sulting from the added wear and tear consequent thereupon. Because 
of the existing circumstances and conditions arising out of the war 
economy, it is impossible for the railroads to obtain the labor and ma- 
terials necessary to the adequate maintenance and preservation of their 
properties. Accordingly, effective July 1, 1942, we have authorized the 
carriers at their option to accrue in their accounts deferred maintenance 
so long as the money is set aside as an actual cash reserve. Obviously, 
to the extent that any deterioration or depletion of respondents’ prop- 
erties in Texas was not taken care of in their operating expenses during 
the preceding six months, the rate of return on their Texas operations 
for the first half of 1942 may be somewhat overstated. However, the 
record contains no estimate or specific figures as to this. 


There are no transportation, competitive, or other circumstances 
which would justify a lower level of rates, fares, or charges intrastate 
in Texas than applies interstate to Texas destinations from points in 
the Southwest, including Arkansas, Louisiana, and Oklahoma. 


The Commission pointed out that the Price Administrator 
had not opposed the increases sought in Ex Parte 148 but 
after its decision had filed a petition seeking suspension of the 
approved increase on 10 specified commodity groups. That 
petition, it said, was denied. In the Texas case the Price Ad- 
ministrator at the hearing, it said, did not definitely take a 
position against the increases sought but later by brief and 
argument did oppose them. 


Addressing itself to the O. P. A. “inflation” contentions 
and the effect of the amended price control act on the Com- 
mission, Commissioner Alldredge said: 


The amendatory act of October 2, 1942, makes no direct changes 
in, or additions to, the administrative provisions of the interstate com- 


requirements as to notice to, and intervention by, the designated fed- 
eral agency, which requirements have been met in this case. Its 
provisions are similar in some respects to those contained in the 
agricultural adjustment act of 1938, section 201(a) (U. S. Code Sup. 
IV, Title 7, Sec. 1291) and in the bitminous coal act of 1937, section 
16 (U. S. Code Sup. III, Title 15, Sec. 836) authorizing the Secretary 
of Agriculture and the Bituminous Coal Commission to file complaints 
with us with respect to the rates on farm products and coal, respec- 
tively, and providing that before hearing or disposing of any complaint 
filed by any person other than the Secretary of Agriculture concerning 
rates on farm products, or the Bituminous Coal Commission with re- 
spect to rates on coal, we shall notify those respective agencies of 
such proceedings and upon their application shall permit them to 
appear and be heard. It has never been contended that those provi- 
sions modified the provisions of the interstate commerce act. 


The Director and Price Administrator, however, stressed the im- 
portance of transportation along with wages and the prices of mate- 
rials in the stabilization program of the nation and cited the recent 
decision of the United States Supreme Court in Southern Seamship 
Co. vs. National Labor Relations Board, 316 U. S. 31, in support of 
their contention that the interstate commerce act should be construed 
in harmony with, and for the purpose of effectuating the policies of, 
the emergency price control act, as amended. In that decision, re- 
ferring to the relation between federal laws designed to insure dis- 
cipline among members of ship crews and the national labor relations 
act, the court said: 


“It is sufficient for this case to observe that the Board has not 
been commissioned to effectuate the policies of the Labor Relations Act 
so single-mindedly that it may wholly ignore other and equally im- 
portant Congressional objectives. Frequently the entire scope of 
Congressional purpose calls for careful accommodation of one statutory 
scheme to another, and it is not too much to demand of an adminis- 
trative body that it undertake this accommodation without excessive 
emphasis upon its immediate task.”’ 


We are not unmindful of the evil effects of inflation and, in our 
judgment, the inflationary tendencies of general increases in rates 
constitute a factor which we-may and should take into consideration 
in passing judgment upon such increases. See sections 1 and l5a of 
the interstate commerce act, the national transportation policy con- 
tained in section 1 of the transportation act of 1940, and Texas & 
Pacific Ry. Co. vs. Interstate Commerce Commission, 162 U. S. 197. 
Increases in the general price level ultimately affect the costs of ren- 
dering transportation service and the value of such service to the 
public. Such considerations were in fact carefully weighed and reflected 
in the increases which we authorized under Ex Parte No. 148. These 
increases were graded from nothing at all through 3 per cent and 6 
per cent on freight to 10 per cent on passenger traffic. Our report in 
Ex Parte No. 148, for example, reveals that with respect to iron ore, 
coal, and coke, after taking notice, among other things, of the effect 
upon the national defense of cumulative increases in production costs 
of manufactured products and the use of fuel as a primary necessity 
of life, we concluded that no increases should be allowed upon iron 
ore, not ground, and that the increases upon coal and coke should be 
less than those proposed by the carriers. With respect to agricultural 
products we said that to a considerable extent the amount of any 
increases allowed on other commodities would be reflected in higher 
prices of materials and supplies consumed on the farms and ranches; 
that the consumer of food would be better off if food be cheap; that 
advances in the prices of foodstuffs as major elements in the cost of 
living afford a predicate for renewed demands for higher wages in 
transportation and other industries; that it is in the interest of the 
carriers and of the general public that the cost of food shall not be 
permitted to advance any more than necessary; and that considering 
all these factors and others involved it seemed just and reasonable 
to permit the going rates on agricultural products and live stock to 
be increased by a lesser percentage than those on non-basic com- 
modities generally. 


The Director and Price Administrator further urged that: 


‘“‘This Commission should not find undue discrimination unless it 
be clearly shown that specific rates are actually resulting in substan- 
tial harm to particular shippers, and should not order increases in 
rates unless the increase is absolutely essential in order to eliminate 
such discrimination.”’ 


Measured by this test, they say: 


‘“‘Nor in our judgment does the record support the claim that there 
should be particular rate increases with the possible exception, per- 
haps, of the sand and gravel case, which deserves in our judgment 
to be looked into.’’ 

The foregoing suggestions undoubtedly emanate from a considera- 
tion of the provision in the amendatory act of October 2, 1942, relative 
to gross inequities. We can see no material difference between the 
concept of gross inequities and that contemplated by section 13 of 
the Interstate Commerce Act in so far as revenue discrimination against 
interstate commerce is concerned. See Wisconsin R. R. Comm vs. 
Chicago, B. & Q. R. Co., 257 U. S. 563. But this section, along with 
section 3 of the same act, also prohibits undue or unreasonable preju- 
dice, preference, or advantage as between persons, places, localities, 








etc., commonly referred to as person-locality discrimination, The idea 
of magnitude implied by the term ‘‘gross inequities’’ is not the chief 
criterion by which these evils are to be measured. The prohibitions 
of the statute are aimed rather, at all those forms and manifestations 
of discrimination in this category of an injurious nature, whether gross 
or small, which do not rest upon actual differences in transportation 
conditions sufficient to justify them. See Apples and Pears from 
Oregon and Washington for Export, 181 ICC 579; Houston & Texas 
Ry. vs. United States, 234 U. S. 342; Louisville & Nashville R. R. vs. 
Mottley, 219 U. S. 467, 478; Georgia Commission vs. United States, 283 
U. S. 765; Union Pacific R. Co. vs. United States, 313 U. S. 450, 462. 
Both types of discrimination are disclosed by the present record. More- 
over, as previously mentioned, the evidence in this proceeding shows 
that there is competition between interstate and Texas intrastate ship- 
pers on practically all commodities and there is evidence to show the 
adverse effect on interstate shippers of many commodities in addition 
to those shipping sand and gravel. 


The petition filed by the carriers with us on December 13, 1941, 
seeking increases in their rates, fares, and charges on interstate traffic, 
docketed as Ex Parte No. 148, was so limited because of our jurisdic- 
tion, but it reflected the proposal of the carriers to make the increases 
nationwide and indicated their purpose to petition the respective state 
commissions for like increases on intrastate traffic. Such a petition was 
filed with the Texas commission on December 26, 1941. All the states 
were notified by us of the pendency of the proceedings, and we sought 
their cooperation in accordance with section 13 (3) of the interstate 
commerce act. Their committee, consisting of commissioners from 
various states throughout the country, sat with us at the hearings and 
oral argument and conferred with us as to the determination of the 
issues. We were authorized to state in our report that a substantial 
majority of the members of the cooperating committee were in general 
accord with the conclusions expressed therein. Except with respect 
to certain commutation fares in Rhode Island and New York and the 
rates on a few commodities in certain other states, the regulatory body 
of every state in the Union, where it was necessary to secure affirmative 
action, except that of Texas, authorized the same increases on intra- 
state traffic as were authorized by us on interstate traffic. 


The increases here sought on Texas traffic were part of a general 
increase proposed by the carriers on all interstate and intrastate traffic, 
which, as approved by us and the other regulatory bodies, was con- 
summated, except within Texas, long before the passage of the amenda- 
tory act of October 2, 1942. On many commodities the intrastate rates 
in Texas were below the interstate level even prior to the Ex Parte 
No. 148 increases. The situation here, therefore, is not one in which 
we are considering an initial proposal of carriers to make general 
increases in rates in a particular section of the country which would 
put that section on a higher level of rates than contiguous sections. 
On the contrary, the carriers here seek merely to apply increases on 
intrastate traffic in Texas similar to those which have been authorized 
by us on interstate traffic throughout the country, including that to, 
from, and through the state of Texas, and sanctioned by state com- 
missions on intrastate traffic, except in isolated instances, in every state 
other than Texas. These increases on interstate traffic and on intra- 
state traffic in states other than Texas having become effective long 
before the passage of the act of October 2, 1942, and the date therein 
fixed as the basis of the levels of prices, it does not seem to us that 
a similar increase on Texas intrastate traffic would do any violence 
to the purpose of the price control and stabilization program. On the 
contrary, such an increase within Texas would remove a real and sub- 
stantial discrimination—a gross inequity—against interstate commerce 
aggregating over 2,000,000 annually. We think that the removal of 
both the person-locality and revenue discriminations here shown to 
exist in favor of Texas intrastate transportation, which are real, sub- 
stantial and injurious, is required by the act which we administer, 
considered in the light of the act of October 2, 1942. 


; The Texas commission, though refusing to permit increases 
in the intrastate freight rates and charges within Texas, had 
authorized increases in the intrastate fares in Texas subject 
to the statutory limitation of 3 cents a mile as a maximum. The 
interstate first-class passenger fare became 3.3 cents a mile 
under the permission granted in Ex Parte 148, and the Com- 
mission’s order in this case requires raising of the intrastate 
first-class passenger fare to 3.3 cents a mile. 


_The Commission said its findings “shall remain in effect 
until our further order, but not to exceed a period expiring six 
months after the termination of the present war. They are 
without prejudice to the right of the authorities of the state 
of Texas or any other interested party to apply for modifica- 
tion thereof as to any specific intrastate rate, charge or fare 
on the ground that it is not related to interstate rates, charges 
or fares on like traffic in such a way as to contravene the pro- 
visions of the act.” 


Exceptions as to freight rates set forth in the order, which 
is effective on March 1, 1943, follow: 


It is further ordered, That nothing contained herein shall be 
construed as either authorizing or requiring respondents, or any of 
them, (1) to change in any manner or to any extent the intrastate 
rates in Texas on (a) scrap iron and steel, in carloads; dressed poultry, 
in carloads; liquid oxygen, in tank cars; rough rice, in carloads; or 
grain and grain products, in carloads; (b) waterborne traffic, that is, 
rail traffic moving in connection with water carriers; or (c) live stock, 
in carloads, for distances of 200 miles and less; or unshelled and shelled 
peanuts, in carloads, for distances over 740 and 780 miles, respectively; 
or (2) to increase any intrastate rate on sand, gravel, or crushed stone, 
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in carloads, to a higher level, distance considered, than the lowest in- 
terstate rate on any of such commodities to the same destination. 


FEDERAL BARGE LINES RIGHTS 

The Commission, division 4, in a report in W-381, Inland 
Waterways Corporation Common Carrier Application, has au- 
thorized continuance of operation by the applicant, operating 
the Federal Barge Lines, of New Orleans, La., as a common 
carrier by water by non-self-propelled vessels in the transporta- 
tion of commodities generally between ports and points along 
designated parts of the Mississippi River, the St. Croix River, 
the Gulf Intracoastal Waterway, the Illinois Waterway and 
Lake Michigan, and between points on the Tombigbee, Mobile, 
Warrior, and Black Warrior rivers, but has denied the applica- 
tion with respect to service to and from points on the Missouri 
River beyond Kansas City. 

The authority granted covered transportation between 
points along the Mississippi from Minneapolis, Minn., to its 
mouth, including Cairo, Ill.; points on the St. Croix between 
Stillwater, Minn., to its confluence with the Mississippi; the 
Illinois Waterway and Lake Michigan between Waukegan, II1., 
and Gary, Ind., inclusive; the Missouri River from Kansas City, 
Kan., to its confluence with the Mississippi; the Gulf waterway 
from its confluence with the Mississippi to Mobile, Ala.; the 
Mobile, Tombigbee, Warrior, and Black Warrior rivers, includ- 
ing the Locust and Mulberry forks of the Black Warrior River 
and Short Creek, and including all the ports named, except as 
previously authorized. ; 

The report said applicant operated 25 towboats, ratings of 
which ranged from 600 to 2,400 indicated horsepower, and 277 
barges the carrying capacities of which ranged from 500 to 
3,000 tons. : ; 

As to the applicant’s claim that it was entitled to authority 
to serve all points on the Missouri, the Commission said the 
record showed that applicant had not engaged in transportation 
north of Kansas City since 1935, and that in that year it han- 
dled three shipments of grain in bulk from Leavenworth to 
Chicago. 


Railroad Abandonments 


Consideration of any of the rail requisitioning projects sub- 
mitted to it by the War Production Board for certification was 
being suspended temporarily, pending determination of the 
urgency of the need of the War Department and other war 
agencies for rail from lines that were still in operation, a spokes- 
man for the Office of Defense Transportation said December 28. 

Asked for comment on this statement by the O. D. T., Sen- 
ator Johnson, of Colorado, chairman of the subcommittee of 
the Senate interstate commerce committee that has conducted 
an investigation of the requisitioning of railroad trackage (see 
Traffic World, Dec. 12, p. 1400), said that he and Senator Reed, 
of Kansas, had urged such suspension of certification by the 
QO. D. T. in conversations with W. P. B. and O. D. T. officials. 

Senator Johnson said that Ferdinand Eberstadt, vice chair- 
man of the W. P. B., had stated that he would make inquiries 
as to the urgency of the needs of “claimant agencies” in the 
federal government for relay rail and as to the type of rail 
that was needed, and that he (Mr. Eberstadt) would make 
a report to the subcommittee and would testify before that 
committee. Senator Johnson said the subcommittee planned 
to conclude its hearings on rail requisitioning with testimony 
by Mr. Eberstadt and Ralph Jewell, special advisor to Director 
Eastman, of the O. D. T., on rail requisitioning proposals. 


Milwaukee Road 


The federal district court at Chicago, December 28, author- 
ized trustees of the Milwaukee Road to seek Commission ap- 
proval of the proposed abandonment of the 14.89-mile branch 
line between Merrill and New Wood, Wis. The branch line 
was originally built to handle timber traffic, but that traffic 
would no longer move over the line and the company could 
operate over the line only at a loss in the future, they said. 

The court also approved the company’s petition to seek 
Commission approval of its plan to abandon 4.4 miles of track 
between Madrid and Granger, Ia., and construct 7 miles of 
track from a point near Granger to Woodward, Ia. The com- 
pany said it earlier had planned to buy a section of the Des 
Moines and Central Iowa Railroad to use in place of the sec- 
tion to be abandoned, but could not buy the property because 
the D. M. and C. I. could not get a clear title to the section 
(see Traffic World, Oct. 3, p. 964). By constructing the new 
7-mile section, at a cost of $244,700, the company can avoid a 
greater expense of rebuilding a bridge on the 4.4-mile section it 
seeks to abandon. 


Cc. & N. W.-Burlington 


The Chicago & North Western, and the Burlington, have 
filed a joint application in Finance No 14070, asking authority 
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for abandonment by the North Western of its line between 
Illeo and Shoshoni, Wyo.; the construction of two track con- 
nections between the lines of the North Western and the Bur- 
lington, one at Illco and another near Bonneville, Wyo.; and 
the operation by North Western under permanent trackage 
rights over the line of the Burlington between the two pro- 
posed track connections, a distance of about 87 miles. The line 
proposed to be abandoned extends from Illco to Shoshoni, in 
Natrona and Fremont counties, Wyo., approximately 87 miles. 
The application says abandonment should be authorized be- 
cause it will eliminate continued maintenance of duplicate lines 
of railroad between Illco and Shoshoni-Bonneville, which will 
effect savings estimated at $35,000 annually for each railroad. 
The Office of Defense Transportation is urging the manage- 
ments of the railroads to put the proposed plan of operation 
into effect at the earliest possible date, the application says. 
The abandonment will release large quantities of usable rail 
and other material, as well as scrap metal, it adds. The pro- 
posed connecting track at Illco will be about 900 feet in length, 
and the track near Bonneville will be about three miles in 
length. The North Western line which is to be abandoned is 
one of light traffic density, says the application, and North 
Western will pay the Burlington for trackage rights one-half 
of the net savings to be realized from elimination of North 
Western’s line, the cost of constructing and maintaining the 
connecting tracks and facilities to be borne equally by the two 
roads. These provisions, says the application are recited in a 
preliminary agreement, pending procurement of authority, when 
a formal agreement will be entered into. Pending execution 
of the formal agreement, says the application, North Western 
is to pay to the Burlington, monthly, 86 cents a mile for each 
freight train operated over the Burlington’s line, to be credited 
on the rental account under the formal agreement. 


C. T. H. and S. E. 


The Commission, division 4, by a report and certificate in 
Finance No. 13989, Chicago, Terre Haute & Southeastern Rail- 
way Co. et al. Abandonment, has permitted abandonment by the 
C. T. H. & S. and abandonment of operation by trustees of 
the Chicago, Milwaukee, St. Paul & Pacific railroad Co., of the 
branch line in Vigo and Sullivan counties, Ind., extending from 
a point about one mile south of Blackhawk to a point at or 
near Hymera, approximately 6 miles. 


Pioneer & Fayette 

By a report and certificate in Finance No. 14012, Pioneer 
& Fayette Railroad Co. Abandonment, the Commission, division 
4, has permitted abandonment by the P. & F. of its entire rail- 
road line, except about one-half mile which the company desires 
to leave intact to serve trucking operations, extending approx- 
imately 13 miles from Pioneer to Fayette, O. 

In a report in Finance No. 13957, Delaware, Lackawanna 
& Western Railroad Co. Abandonment, Examiner Paul C. Albus 
has recommended that the Commission, division 4, find that the 
present and future public convenience and necessity permit 
abandonment by the D. L. & W. of its so-called Montrose 
branch in Susquehanna county, Pa., extending from Alford 
Junction to Montrose, approximately 9.93 miles. The report 
pointed to applicant’s contention that the line had been operat- 
ing at continuing losses since its acquisition in 1928 and that 
there was insufficient rail traffic to warrant continued opera- 
tion, and said “with the facilities of the Lehigh Valley available, 
Montrose will not be deprived of rail transportation service 
even though such service may not be as convenient to the 
public as that now provided by the applicant.” In accordance 
with request of a representative of railway labor employes, the 
examiner said the Commission should, if the application was 
granted, reserve jurisdiction to consider the question whether 
conditions should be imposed for the protection of employes 
who might be adversely affected by abandonment. 


P. B. & W.-P. R. R. 


In Finance No. 14068, the Philadelphia, Baltimore & Wash- 
ington Railroad Co., and the Pennsylvania Railroad Co., lessee, 
jointly have asked the Commission for a certificate permitting 
abandonment by the former and abandonment of operations by 
the latter of the Pomeroy branch between Chatham and Avon- 
dale, Pa., 2.72.miles, and between Avondale and Landenberg, 
3.75 miles. Applicants said the traffic had decreased to a point 
where it was no longer of sufficient volume to sustain opera- 
tions. Favorable action by the Commission, they added, would 
release usable fit material and bridge material urgently 
required at other points on the Pennsylvania Railroad system, 
and would release steel not reusable for conversion into scrap 
that was so vitally needed in the present war effort. 


Erie 


By an order in Finance No. 13509, Erie Railroad Co. 
Abandonment, the Commission has denied a petition filed by 
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the Erie for rehearing and reconsideration in connection with 
the refusal of division 4 to permit the Erie to abandon its line 
extending from Painted Post to Avon, N. Y., 73.04 miles, and 
its branch line extending from Conesus Lake Junction to Lake- 
ville, N. Y., 1.54 miles. The Railway Labor Executives’ Asso- 
ciation, the New York State Legislative Boards of four train 
service brotherhoods and others opposed the petition in answer 
thereto. However, the War Department, in correspondence to 
the Commission, advised that it had reversed its prior position 
in opposition to the abandonment, stating that it was now the 
view of the department “that the continued maintenance thereof 
is not essential for military needs during the present emer- 
gency.” 
L.N. P. & W. 


The Commission, by an order in Finance No. 13366, 
Laramie, North Park & Western Railroad Co. Abandonment, 
has denied a petition of the L. N. P. & W. for reargument and 
reconsideration by the entire Commission on the record made 
in the case with respect to the refusal of division 4 to permit 
abandonment of the line of railroad extending from Laramie, 
Wyo., to Coalmont, Colo., 111.35 miles. The abandonment was 
opposed by the Wyoming Public Service Commission, the state 
of Colorado, and others. In a letter to the Commission, the 
War Department said it had decided that the portion of the 
line between Laramie and Fox Park, Wyo., would be essential 
for military needs in the period of the emergency. 


Zanesville Terminal 


The Commission, division 4, by a report and certificate in 
Finance No. 14002, Zanesville Terminal Railroad Co. Abandon- 
ment, has permitted abandonment by the Zanesville Terminal 
of its line in the city of Zanesville, O., extending 1,238 feet 
from West Main Street to Walnut Street. 

Cc. C. & O.-A. C. L., L. & N. 

By a report and certificate in Finance No. 14007, Carolina, 
Clinchfield & Ohio Railway et al. Abandonment, the Commis- 
sion, division 4, has permitted abandonment by the C. C. & O., 
and abandonment of operation by the Atlantic Coast Line and 
the Louisville & Nashville, lessees, of the former’s branch lines 
in Russell county, Va., extending from Clinchfield to Wilder, 
6.05 miles, and from Hurricane Junction to Shaft, 1.2 miles. 

New Haven 

In Finance No. 14020, New York, New Haven & Hartford 
Railroad Co. Trustees Abandonment, the Commission, division 
4, has issued a report and certificate permitting abandonment 
by the trustees of the New Haven of the line in Hampshire and 


Franklin counties, Mass., extending from Northampton to 
Cheapside, 17.05 miles. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Automobiles 


Fourth Section Application No. 19418, Automobiles from 
Evansville, Ind. By division 2. Authority granted by F. S. O. 
14834, on conditions, to establish and maintain rates no lower 
than $1.52 a hundred pounds on automobiles, freight, set up, 
chassis, set up, with or without seat cabs, passenger, set up, in 
straight or mixed carloads, from Evansville, Ind., to Baton 
Rouge and New Orleans, La., without observing the long-and- 
short-haul part of the fourth section. Temporary relief was 
given by F. S. O. 14466 and the rates became effective Dec. 15, 
1941. Dissenting, Commissioner Alldredge said the circuity of 
applicants’ routes was greater than that allowed by the cir- 
cuity limitations—usually imposed in fourth section cases and, 
in addition, those routes were very unnatural and illogical. The 
Commission, he said, should not encourage “such wasteful 
transportation by granting fourth section relief.’ 


Fertilizer, Etc. 


I. and S. M-1949, G. Clarence Reihm, between Maryland 
and Delaware Points. By division 3. Proposed any-quantity 
commodity rates on fertilizer from Baltimore, Md., to points 
in Kent and New Castle counties, Del., feeds from Baltimore 
to Middletown, Del., and seeds and farm implements, exclusive 
of machinery, from Baltimore to Middletown, and from Middle- 
town to points in Cecil and Kent counties, Md., unjustly and 
unreasonably low. Schedules filed to become effective Feb. 18, 
1942, and suspended until Sept. 18, 1942, when they became 
effective, on protest of rail carriers in trunk-line territory, pro- 
posed to be ordered canceled without prejudice to establishment 
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of rates suggested by respondent at the hearing, and proceeding 
discontinued. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-816, O’Brien Brothers, Inc., New York, N. Y., Contract 
Carrier Application, embracing W-703, O’Brien Brothers Tow- 
ing Co., Inc., New York, N. Y., ‘Contract Carrier Application. 
By division 4. Permit granted in W-816, effective March 9, 
for continuance of operation as a contract carrier in the furnish- 
ing of non-self-propelled vessels under charter, lease, or other 
agreements to persons other than carriers subject to the inter- 
state commerce act, for use by such persons in the transporta- 
tion of their own scrap iron between ports and points on Long 
Island Sound, the Hudson River, the Atlantic coast between 
New York Harbor and Oceanside, N. Y., inclusive, and New 
York Harbor and contiguous harbors. Application in W-703 
dismissed, on finding that applicant had not been in operation 
on and since January 1, 1940, as a common or contract carrier 
by water subject to part III of the act. The Commission said 
the services in which towboats chartered or leased to others 
by O’Brien Brothers Towing Co., Inc., were used were exempt 
under provisions of section 303 (b) and 303 (g) (1) of the act. 

W-879, Mariners Towboat Co., Gloucester, Mass., Contract 
Carrier Application. By division 4. Certificate granted, 
effective March 9, authorizing operation as a common carrier 
by towing vessels in the performance of general towage and in 
the transportation of fresh water between ports and points on 
the Atlantic coast and tributary waterways from Portland, Me., 
to Rhode Island, inclusive. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 252, Sub. 3, Forney & Sons, Inc., Yakima, Wash., ex- 
tension. Certificate granted. Empty oil drums, empty soft 
drink containers, empty mayonnaise jars, and empty malt bev- 
erage containers from Yakima, Wapato and Toppenish, Wash., 
to Portland, Ore. The authority was granted, said the report, 
because applicant was forced to return the empty containers 
over the lines of its competitors and pay them the third class 
rates, although it was able to collect from shippers only one- 
half of the fourth class rates. 

*MC 29778, Sub. 31, Yellow Cab Transit Co., Oklahoma 
City, Okla., extension. Certificate granted. General commodi- 
ties, with exceptions, between junction of Illinois highways 37 
and 161, and Mount Vernon, IIl., over highway 37, with no 
service at any intermediate point. 

*MC 47662, Sub. 1, MacEvoy, Inc., Bloomfield, N. J., ex- 
tension. Certificate granted. Rock wool, from Netcong, N. J., 
to points in Conn. and in a described area of Pa., and to points 
in Putnam, Dutchess, Orange, Ulster and Sullivan counties, 


*MC 48017, Richard M. Boland, Inc., Lowell Mass., com- 
mon carrier, embracing MC 48018, Same, Contract Carrier 
Application. Certificate granted in MC 48017. Continuance of 
operations, general commodities, with exceptions, between Bos- 
ton and Haverhill, Mass., over regular routes; between Lowell, 
Mass., and points within 10 miles thereof, on the one hand, and, 
on the other, points in Conn., R. I. and points in specified por- 
tions of N. Y., N. H. and Vt., over irregular routes; such com- 
modities as require special equipment by reason of size or 
weight, between points in a specified portion of Mass., on the 
one hand, and, on the other, points in Conn., R. I. and speci- 
fied portions of N. Y., N. H. and Vt., over irregular routes. Ap- 
plication in MC 48018 dismissed. 

*MC 52459, Austin Franklin Akin, Shreveport, La., contract 
carrier. Certificate granted, with conditions. Continuance of 
operations, general commodities, with exceptions, between 
Fort Worth, Tex., and New Orleans, La., over a specified route. 
Issuance of certificate was conditioned on applicant’s notifying 
the Commission, on or before Feb. 15, 1943, of his election to 
receive the common carrier certificate, on surrender for can- 
cellation of contract carrier permits in Nos. MC 18267, MC 
18267, Sub. 1, MC 18267, Sub. 2, and MC 18267, Sub. 4. 

*MC 59390, Peter A. Novick and Chester Lapeer, Clarks- 
burg, W. Va., common carrier. Certificate granted. Contin- 
uance in operation, general commodities, with exceptions, be- 
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tween points in a described area of W. Va., on the one hand, 
and, on the other, Clarksburg, W. Va., and Cumberland, Md.; 
glass, from Clarksburg to New York, N. Y., and to Cincinnati, 
O.; beer, and empty beer containers, between Clarksburg and 
Cincinnati; groceries, from Cincinnati to Clarksburg. 

*MC 61593, Sub. 3, J. J. Crane & Sons, Rossville, Ga., ex- 
tension. Permit granted. Lard and lard substitutes, and salad 
and cooking oils, from Chattanooga, Tenn., to points in Ga., 
with return of rejected or damaged shipments to point of origin; 
sugar, from Savannah, Ga., to Ft. Oglethorpe, Ga., and Chat- 
tanooga, over irregular routes. 

*MC 67468, Sub. 2, John Cecil Howard, Chattanooga, Tenn., 
extension. Permit granted. Materials and supplies used in the 
manufacture of wood and paper products, between Chattanooga, 
Tenn., and Atlanta, Ga., over a specified route, serving all in- 
termediate points, and the off-route point of Rossville, Ga. 

MC 68123, Lillian Bruneau, West Haven, Conn., common 
carrier. Certificate granted. Continuance in operation, scrap 
and waste materials, in shipments weighing not less than 
15,000 pounds, between New York, N. Y., Newark, N. J., and 
points in N. J. within 25 miles of Newark, on the one hand, 
and, on the other, points in Mass., Conn. and R. I.; sugar, 
in shipments weighing not less than 5,000 pounds, between 
New York, N. Y., on the one hand, and, on the other, points 
2 Fairfield, Hartford, Middlesex and New Haven counties, 

onn. 

*MC 75840, Sub. 13, Malone Freight Lines. Inc., Birming- 
ham, Ala., extension. Certificate denied. General commodi- 
ties, between Birmingham, Ala., and Chattanooga. The report 
said that, in asking for authority to operate over an alternate 
route, applicant was seeking to institute an essentially new 
operation, over a route adequately served. 

*MC 80164, Layall Fisher, Lapel, Ind., contract carrier, 
embracing MC 80164, Sub. 1, Same, extension. Permit granted, 
in MC 80164, as to continuance of operation, specified commodi- 
ties from Lapel, Ind., to Chicago, Ill., and Louisville, Ky., and 
from Chicago and Louisville to Lapel, and in MC 80164, Sub. 1, 
as to specified commodities to and from designated points in Ill, 
Ind. and Ohio. 

*MC 102616, Sub. 6, Coastal Tank Lines, Inc., York, Pa., 
extension. Certificate denied. Petroleum products, coal tar 
products, liquid fuels, industrial oils and commercial solvents, 
in bulk, in tank trucks, between points in Md., Pa. and W. Va., 
over irregular routes. 

*MC 103389, E. Ray Porter and Wesley Mattox, Kentland, 
Ind., common carrier. Certificate denied. General commodi- 
ties, from Chicago, Ill., to Joliet and Chicago Heights, IIl., 
LaFayette, Indianapolis, Richmond, Rushville and Brookville, 
Ind., and Dayton, Springfield, West Carrollton, Miamisburg, 
Franklin, Middletown, Hamilton, Lockland and Cincinnati, O., 
and return, over specified routes. 


Finding Modified 
The Traffic World Washington Bureau 


In a second report on reconsideration in No. 28259, Nueces 
County Navigation District No. 1 vs. Abilene and Southern et 
al., the Commission has modified finding 1 in the prior report 
(251 I. C. C. 115), by making it inapplicable in connection with 
rates that yield less than 5 mills a ton a mile when the car- 
load minimum weight is 40,000 pounds or more, or less than 
10 cents a care a mile where the carload minimum weight is 
less than 40,000 pounds. Finding 3, in the prior report, was 
amended by substituting Houston, Tex., for Sugar Land, Tex., 
and adding at the end thereof the words “distance considered.” 
Necessary fourth section relief was granted. The Commission 
issued a separate order postponing to March 22 the effective 
date of the orders heretofore entered in this proceeding. 


COMMISSION WATER ACTION 


The Commission, division 4, by orders, has dismissed the 
following applications of water carriers for certificates, permits, 
or for exemption from the provisions of part III of the inter- 
state commerce act: W-591, J. W. Davis, Contract Carrier Ap- 
plication; W-562, Willapa Barge Co., Applications; W-598, R. 
J. Ultican Tugboat Co., Common and Contract Carrier Appli- 
cation. 

The first mentioned application, for a permit to continue 
operation as a contract carrier in interstate or foreign com- 
merce, was dismissed at request of applicant. In the second 
mentioned application, for exemption of operations and for a 
permit to continue operations, the Commission found that ap- 
plicant on and since Jan. 1, 1940, had been engaged in char- 
tering of its vessels to persons other than carriers subject to 
the act for the transportation of their own properties within 
the limits of the Willapa Bay, Wash., and contiguous harbors 
therein, and that such transportation in interstate commerce 
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was not a part of a continuous through movement under com- 
mon control, management, or arrangement to or from a place 
without the limits of such contiguous harbors, and that such 
operation was not subject to part III by reason of the exemp- 
tion provided in section 303 (g) (1) thereof. In W-598, for a 
certificate and permit to continue operations in the transporta- 
tion of commodities generally, the Commission said it appeared 
that on and since Jan. 1, 1940, applicant had been engaged in 
the towage of logs in rafts in intrastate commerce from points 
in Washington on the Chehalis River to mills in Washington 
on that river and in Grays Harbor, Wash., and that such trans- 
portation was not subject to part III. It found that on and 
since Jan. 1, 1940, applicant had performed towage of lumber 
barges in Grays Harbor between mills and from mills to ship- 
side and towage of ships between points within that harbor 
for docking and undocking, and that such towage in connection 
with transportation subject to part III was not subject thereto 
by reason of the exemptions in sections 303 (f) (2) and 
303 (g) (1) thereof. 


Texas Port Rates 


The Traffic World Washington Bureau 


In a second report on reconsideration in No. 28235, Port 
Commission of City of Beaumont, Tex., et al., vs. Abilene and 
Southern et al., the Commission has further modified finding 
5 in the prior report (251 I. C. C. 137), as modified in 253 
I. C. C. 127, by making it inapplicable where rates to Houston 
and Galveston are not grouped. It has also modified prior 
findings to permit continuance of existing interior rate groups 
to and from Houston and Galveston in connection with specific 
commodity rates, provided the same groupings are established 
in connection with rates to and from Beaumont when based on 
group averages and related to those to and from Houston. 
Authority was granted to establish the prescribed rates without 
observing the long and short haul provision of section 4. 

The Commission issued a separate order postponing to 
March 22 the effectve date of the orders heretofore entered in 
this proceeding. 


PASSENGER FARE INCREASES 


The Commission, by its second supplemental order in Ex 
Parte No. 148, Increased Railway Rates, Fares, and Charges, 
1942, has modified that portion of its supplemental order of 
July 6, with respect to the disposition of fractions in the publi- 
cation in dollars and cents of increased fares by the B. & O., 
Central of New Jersey, Pennsylvania, and the Reading, as re- 
quested by those roads (see Traffic World, Dec. 5, p. 1348). 
The order permits the roads to make fares one cent less than 
would result under tables used for computing the new fares 
under Ex Parte 148, and to maintain present coach and first- 
class fares between Philadelphia, Pa., and New York, so that 
such fares as published will end in 0 or 5, to eliminate delays 
and inconvenience in collecting charges which otherwise would 
not end in multiples of 0 or 5. 


Vegetable Oils from the South 


The Office of Price Administration has filed a petition 
with the Commission for leave to intervene and for suspension 
of the effective date of the Commission’s order in No. 27747, 
Mississippi Cotton Seed Crushers’ Association vs. Atlanta, 
Birmingham & Coast Railroad Co. et al., requiring the estab- 
lishment of rates on domestic vegetable oils from South At- 
lantic and Gulf ports to southern territory no higher than 
those on imported vegetable oils, and domestic rates from in- 
terior to Cincinnati, O., Jeffersonville, Ind., Louisville, Ky., and 
Chicago, Ill., with relation to the import rates from south At- 
lantic and Gulf ports. The defendants in southern territory 
previously asked for modification of the findings and order and 
extension of the effective date of the order for 90 days on the 
ground that rates established in accordance with the findings 
bg yg lower than import rates (see Traffic World, Dec. 5, 
p. : 

The Commission’s order, declared the O. P. A., was based 
on normal peace time economic conditions, which, it added, 
“have been drastically changed and distorted by a state of 
war.” Among these conditions, it said, was the fact that the 
supply of oils through importation had been greatly curtailed; 
shipments of copra and coconut oil were moving to the Pacific 
coast ports, and south Atlantic and Gulf ports were now re- 
ceiving vegetable oils, including nut and kernel oils. Although 
movement through various ports might be curtailed at the 
present time, the O. P. A. said, they might be reinstated by 
reason of War Shipping Administration directives as to ship 
movement at any time. All imported oils of that nature, it 
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added, were purchased by and transported to destinations under 
the direct control of the government, the Commodity Credit 
Corporation being the sole buyer. Further, the O. P. A. 
said: ; 


Cocoanut oil, when received in the country, either in the liquid 
state or after the pressing of the copra, is immediately placed in a 
stock pile or storage tank and allocated under orders of the War 
Production Board. This is for the sole purpose of controlling it for 
essential war purposes or for the non-military purposes of the maximum 
amount of glycerine that can be obtained from it. In other words, 
the entire supply is under governmental control for essential war 
purposes. What has been said heretofore with respect to cocoanut oil 
likewise applies to -various other seed, nut or kernel oils as evidenced by 
the press release of the Office of War Information, dated Oct. 20, 1942. 
In this connection, attention is directed to War Production Board 
orders M-60 and M-63. 


The O. P. A. said it had established definite price ceilings 
on these oils and any increase in the cost with respect thereto 
would have an adverse effect on the price ceilings and increase 
the cost to the government in essential war uses. No hard- 
ship, said the O. P. A., would result to any of the affected 
parties if the effective date of the order were postponed, de- 
claring that that was so because the complaint in the pro- 
ceeding was filed May 17, 1937, and conditions had changed 
materially since that date. There could be very little actual 
competition now between the imported oils and the domestic 
oils because of war conditions, it said, adding, that, further- 
more, commercial competition between the imported materials 
and the domestic materials was and would be very limited un- 
der war conditions. 


Rate Inerease Removal 


The Department of Public Service, of the state of Wash- 
ington, in a petition asking the Commission to reopen, recon- 
sider and vacate its orders in Ex Parte, Increased Railway 
Rates, Fares and Charges, 1942, declared that the increases 
were authorized to produce sufficient revenues to cover 
increased operating costs to the railroads so they could main- 
tain their 1941 record of earnings, and said: 


The experience of the carriers, however, since these increased rates 
were put into effect, shows .that revenues have increased far greater 
than expected, that the additional costs have largely failed to mate- 
rialize, that the financial resources of the carriers have been greatly 
enhanced and strengthened, and that the increased rates and charges 
have not been, and are not now, necessary. 


Due to the unusually large volume of traffic in the year 
1942, the railroad income would have been increased in sufficient 
amount to cover all anticipated additional operating costs with- 
out any of the increases authorized in Ex Parte 148, the 
petitioner declared. It stated that the net railway operating 
income before federal income tax accruals totaled $1,524,767,- 
289 in the first nine months of 1942, and that the revenue 
resulting from the increases yielded a maximum estimated 
amount of $242,000,000 through September 30, 1942. 

“Therefore,” says the petitioner, “had the increases not 
been granted, net railway operating income during the first 
nine months of 1942 would have been at least one billion, two 
hundred eighty-three million dollars, or 42.4 per cent above the 
corresponding period of 1941.” 

The petitioner contended that in view of the increased 
revenue enjoyed by the roads in 1942, and those which might 
be anticipated, the increased rates authorized were no longer 
necessary to enable them to maintain their financial stability 
“and to maintain adequate and dependable transportation 
service.” 

Pointing to the 3 per cent federal tax on transportation 
charges which became effective after the Commission’s decision 
in Ex Parte 148, the petitioner said relief from the “unnecessary 
rate increases” was doubly imperative in the public interest, 
and added: 


Shippers and users of railroad service during this period of war 
emergency should not be required to bear the burden of unnecessary 
high rates when they are required to bear the high burden of govern- 
ment cost in furtherance of the war effort. Any unnecessary addition to 
freight charges results in increases in the cost of all goods and has 
an inflationary tendency, thereby impeding the war effort. 


The petitioner declared that the position of the western 
shippers, because of the 3 per cent tax and because of the 
percentage increase, had now become “still more unfavorable” 
as compared with the short-haul shipper. Since the increases 
authorized were no longer necessary, it said, the same should 
be discontinued so that the position of the long-haul western 
shipper would be more equitable as compared with his short- 
haul competitor. 


The railroads in their request to the Commission for 
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increased rates, the petitioner said, put forth as a reason why 
their request should be granted that they intended to renew, 
as they expired, the rates on farm commodities from the west, 
then on an emergency basis. Certain agricultural commodities 
produced in the west, it said, required emergency or distress 
rates to move them to market. The railroads, however, since 
being granted present increases, the petitioner declared, had 
not renewed all such emergency rates on farm commodities 
from the west but had obtained additional increases on such 
commodities. The revenue derived from such failure to renew 
emergency rates on farm commodities, it said, had been in 
addition to that obtained from the Ex Parte 148 increases. 

A referendum of state commissions on the question of re- 
opening Ex Parte 148 did not disclose a sufficient interest on 
the part of the state commissions to justify a petition on behalf 
of the association, in the opinion of President Matson, said a 
bulletin sent to members of the National Association of Rail- 
road and Utilities Commissioners by Frank B. Warren, assistant 
general solicitor. Less than one-third of the state commissions 
responded but a majority of those who did indicated a desire 
to reopen the proceeding. 

The Corporation Commission of the state of Kansas asked 
the Commission to reopen Ex Parte 148 for further hearing to 
determine whether the increases in rates, fares and charges 
granted thereunder should be continued in effect. 

While the need for absolute certainty that the American 
railroads would not be financially handicapped in providing 
adequate and efficient transportation service in the critical war 
period might have justified the increases at the time they were 
granted, said the Kansas commission, “it is now apparent that 
the increases would not have been necessary, and that the re- 
sult of such increases has been to enlarge the income of the 
carriers to the highest level in their history.” 

Statistics released by the Commission’s Bureau of Trans- 
port Economics and Statistics, the Kansas commission said, 
showed that freight revenues of the Class I steam roads in the 
first nine months of 1942 increased 32.7 per cent over the first 
nine months of 1941, while passenger revenues increased 83.2 
per cent. For September, 1942, compared with September, 1941, 
it was shown that freight revenues increased 33 per cent and 
passenger revenues 141.2 per cent. Each succeeding month had 
brought a continuing increase in revenues and a continuing 
decline in the ratio of expenses to revenue, said the Kansas 
commission. The situation of the lines serving Kansas, the 
Kansas commission said, had been somewhat better than the 
average of the roads serving the nation. In this connection the 
Kansas commisison set forth figures showing that freight reve- 
nues of six roads (A. T. & S. F., C. R. I. & P., U. P., M.-K.-T., 
M. P., and St. L.-S. F.), for the nine months of 1942, compared 
with the nine months of 1941, averaged an increase of approxi- 
mately 42.98 per cent, while the passenger revenue increase 
averaged 118.68. For September, 1942, compared with Sep- 
tember, 1941, with respect to these six roads, it was shown that 
the freight revenue increase averaged approximately 50.46 per 
cent and the passenger revenue increase, 190.76 per cent. It 
was further shown that the net railway operating income of 
the lines serving Kansas for the first nine months of 1942 
exceeded the same period of 1941 by 86.7 per cent, and the 
month of September, 1942, exceeded September, 1941, by 101.5 
per cent. 

The Kansas commission said at the time of the hearing 
and report in Ex Parte 148 it did not feel that the record indi- 
cated a need for increases in any rates previously prescribed as 
maximum reasonable. rates, but deferred to the decision of the 
Commission, and permitted increases on Kansas intrastate 
traffic to conform to the interstate increases. The largest group 
of commodities in ‘this territory” moving on prescribed maxi- 
mum rates, it said, were agricultural products, including live 
stock. The result of such increases, it added, was to advance 
the rates on those commodities to a level substantially equal to 
the highest level in the history of such rates, although the prices 
received by the producers of such commodities were very 
greatly below their highest level, and under present price ceil- 
ings must remain at their present level. 

“If the burden of the war effort is to be borne with any- 
thing approaching equality, it would appear that some, if not 
all, of the increases granted in this proceeding should be re- 
moved,” said the Kansas body. “It seems extremely doubtful 
that the increases would have been granted in the first instance 
had the Commission then known the facts now disclosed by 
experience.” 


COMMISSION ORDERS 
No. 13535 et al., Consolidated Southwestern Cases. Order entered 
April 5, 1927, further amended to permit publication, without at same 
time publishing reductions in rates to and from other points, of a 
rate of $4.52 a ton of 2,000 pounds on spent sulphuric acid, in tank 
cars, carloads, minimum weight 80,000 pounds, from Tallacoosa, Ala., 
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to Bastrop, La., such rate to be observed as maximum at directly in- 
termediate points of origin and destination via routes over which rate 
is established, and provided that to such rate there may be added the 
increase authorized in Increased Railway Rates, Fares, and Charges, 
1942, 248 I. C. C. 545. 

MC 96382, Arthur Jennings, common carrier application. Reopened 
for further hearing. Recommended order served May 18 which became 
order of Commission effective June 8 vacated. Referred to Joint Board 
354 for further hearing on January 13, at 9:30 o’clock a. m., at U. S. 
Court Rooms, Savannah, Ga. 

No. 28259, Nueces County Navigation District No. 1 vs. Abilene 
& Southern et al. Certain defendants’ petition for rehearing and 
reconsideration and/or modification of report and order, denied. 

1. & S. No. 2595, meats and packinghouse products to, from and 
between southwestern and western trunk line points (embracing pro- 
ceedings listed in footnote 1 of report, 136 I. C. C. 651). Order of Octo- 
ber 5, directing that a petition filed by Missouri Pacific for modifica- 
tion of orders therein so as to permit publication of a reduced rate 
of 39 cents a 100 pounds on fresh meats and packing house products 
from Kansas City, Mo.-Kan., to Braggs, Okla., without corresponding 
reductions from western trunk line territory packing points, be as- 
signed for hearing, vacated, said petition having been withdrawn. 

Finance No. 11709, Atlantic Coast Line construction. Time pre- 
scribed in certificate issued November 3, 1937, within which Atlantic 
Coast Line shall commence and complete construction of extension 
of its railroad therein authorized further extended to January 1, 1944, 
and March 31, 1944, respectively. 

Finance No. 11917, Chesapeake & Ohio operation and construction. 
Time prescribed in certificate issued March 3, 1938, within which Chesa- 
peake & Ohio shall complete construction of line of railroad therein 
authorized further extended to December 31, 1944. 

MC C-328, Pacific Inland Tariff Bureau, Inc., vs. Pearl E. Veness 
and Eugene Veness, dba Veness Truck Line. Complaint dismissed. 

MC C-344, Anderson Motor Service Co. et al. vs. W. F. Leahey, dba 
Leahey Motor Service. Complaint dismissed. 


PETITIONS FOR REHEARING, ETC. 

MC F-2060, Red Ball Transfer Co., purchase, C. & H. Motor Freight 
Co. Matthew Leo McKeone, dba Red Ball Transfer Co., asks authority 
in accordance with provisions of section 210a(b) of Part II of inter- 
state commerce act, to lease certain interstate motor carrier operating 
rights and authority now held by C. J. Calabria, dba C. & H. Motor 
Freight Co. 

No. 27630, Hoboken Manufacturers Railroad Co. vs. A. C. & Y. et al. 
Complainant asks further hearing. 

Finance No. 8480, Kansas City Terminal construction. Applicant 
asks order extending time for completion of extension of its line of 
railroad and keeping order heretofore entered alive and in force until 
and including December 31, 1944. 





FINANCE APPLICATIONS 


MC F-2065. J. Normal Marshall, dba Marshall’s Express, of St. 
Michaels, Md., asks authority to purchase certain operating rights of 
Baltimore-New York Express, Inc., of Baltimore, Md., under MC 52810, 
Subs. 2, 3, 5, and 6. 

MC F-2063. Dalby Motor Freight Lines, Inc., of Lubbock, Tex., 
asks authority to lease certain operating rights of Harold B. Reynolds, 
dba North Plains Motor Freight Lines, of Amarillo, Tex., under MC 
9808, and temporarily to operate. 

MC F-2064. Burlington Transportation Co., of Chicago, Ill., asks 
authority to purchase certain operating rights and equipment of M. C. 
Foster, dba M. C. Foster Bus Line, of Troy, Mo., under MC 2868 and 
MC 2868 (BMC 9), and temporarily to operate. 

MC F-2066. Cotant Truck Lines, Inc., of Pocatello, Idaho, asks 
authority to purchase certain operating rights of The Jones Co., of 
Winnemucca, Nev., under MC 62364, and MC 62364, Sub. 2 and Sub. 4. 
The agreement says immediate approval of the right of Cotant to 
lease and operate the rights involved until final approval of the sale, 
will be sought. 

MC F-2067. Public Service Interstate Transportation Co., of New- 
ark, N. J., asks authority to purchase certain operating rights in New 
Jersey of Jersey Central Transportation Co., of New York, N. Y., under 
MC 52401. 

Finance No. 12545. A. A. McLaughlin, Ben J. Gibson, and E. Mc- 
Lain Watters, reorganization committee for the Fort Dodge, Des 
Moines and Southern Railroad Co., as authority to amend the applica- 
tion for authority for the newly organized Fort Dodge, Des Moines 
& Southern Railway Co., to take over properties of the debtor com- 
pany and to issue securities for the newly organized company (see 
Traffic World, Dec. 5, 1942, p. 1340), in accordance with an order of 
the federal court for the Southern District of Iowa. The order of the 
court approved certain changes made by the board of directors of the 
newly organized company in the voting trust agreement and the 
mortgage indenture, the assumption of the debts and obligations of 
the Fort Dodge, Des Moines & Southern Railroad Co., acceptance of 
the conveyance of the properties of the debtor company, and the issu- 
ance of securities as provided by the plan of reorganization. 


REPARATION ORDERS 


Reparation orders have been issued in No. 28562, Ross 
Bros. Horse & Mule Co. vs. A. T. & S. F. et al.; and No. 28677, 
Harding Glass Co. vs. St. L. S. F. et al. 
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Proposed Reports 


Oilfield Equipment 


MC C-288, Midwest Oil Field Carriers Bureau, L. E. 
Roach, Agent vs. J. B. Acton, et al. By Examiner C. W. 
Bennett. Dismissal proposed. Rates maintained by defendants 
on oilfield equipment and supplies between points in Arkansas, 
Colorado, Illinois, Indiana, Kansas, Kentucky, Louisiana, 
Missouri, Nebraska, New Mexico, Oklahoma, and Texas, not 
shown to be unlawful. 


Bus Company Activities 


MC C-342, Hudson Bus Transportation Co., Inc., et al. vs. 
Inter City Transportation Co., Inc., embracing Sub. 1, Public 
Service Interstate Transportation Co. vs. Same. By Examiner 
C. T. Mayo. On investigation of the activities and practices of 
the Inter City Transportation Co., Inc., of Paterson, N. J., 
defendant proposed to be found to be picking up and discharg- 
ing passengers, in interstate or foreign commerce, at inter- 
mediate points between Wood Ridge, N. J., and the west end 
of the Lincoln Tunnel on its regular route, between Hackensack, 
N. J. to New York, N. Y., contrary to the authority granted, 
and in violation of the provisions of the interstate commerce 
act. Defendant proposed to be required to cease and desist 
from any further violation of the act. 


Bags, Etc. 


I. and S. M-2066, Bags, etc., Points in Central States to 
Indiana Points. By Examiner Carmine Garofalo. Initial con- 
tract carrier minimum rates proposed by Brown Trucking Co., 
of Wabash, Ind., on paper and burlap bags, and fibreboard and 
corrugated cartons, boxes, and parts thereof, knocked down, 
from points in Illinois, Iowa, Kentucky, Michigan, Missouri, 
Ohio, Pennsylvania, and West Virginia to Lagro and Wabash, 
Ind., and from points in Illinois, Kentucky, Michigan, and Ohio 
to Alexandria, Ind., unjust and unreasonable. Schedules filed 
to became effective July 30, 1942, and suspended until Feb. 
28, 1943, on protest of the Central States Motor Freight Bureau, 
Inc., proposed to be ordered conceled and proceeding discon- 
tinued. The examiner said the respondent was entitled to 
establish reasonable minimum rates on “this traffic,” and, in 
his opinion, the proposed rates “do not on the average measure 
up to that standard, and it is not possible to prescribe such rates 
on the evidence herein.”’ He said the truck-mile earnings on a 
number of the rates proposed for distances up to 150-160 miles 
appeared to be compensatory. However, he added, the manner 
in which the rates were published without regard to distance 
made it impossible to make a finding with regard to those rates. 


Refiners Transport Purchase 


Examiner C. R. Engelhart, in MC F-1936, Refiners Trans- 
port & Terminal Corporation, Purchase, Marshall Transport 
Co., Inc., and Warren C. Marshall, has recommended approval 
of the purchase by Refiners Transport of operating rights and 
property of Marshall Transport, and certain property of War- 
ren C. Marshall. Unification of Marshall Transport’s rights 
with those of Refiners Transport, said the report, would result 
in increasing the use factor of all vehicles owned by the par- 
ties to the proceeding, and would make possible compliance 
with the request of the Office of Defense Transportation that 
each vehicle be operated 130 hours a week, and that the ship- 
ping public “should benefit by reason of Refiners’ improved 
equipment maintenance program and specialized personnel.” 

Nine motor carriers opposed the application, said the re- 
port, and at the close of the hearing and on brief, moved to 
dismiss the application on the ground that Union Tank Car 
Company controlled Refiners through stock ownership and that, 
therefore, Union was the real party in interest. Protestants 
argued, said the report, that the ultimate result would be the 
acquisition by Union (now in control of a carrier), of control 
of “another” not through stock ownership, but under the 
“otherwise” provision of section 5 (2) (a). As to this conten- 
tion, the report said that the examiner construed the word 
“control” in that section to mean control under which the 
separate existence of the additional carrier controlled would 
be continued. In the instant case, the report said, “Union here 
controls the motor carrier applicant and, following the unifica- 
tion, it would continue to be in control of the same single 
motor carrier.” 

The report said that protestants had also contended that 
Union was a carrier by railroad, but cited General American 
Tank Car Co. vs. El Dorado Terminal Co., 308 U. S. 422, 
84 L.Ed. 362, as the controlling case, and said that a tank car 
company engaged in leasing tank cars to railroads in a manner 
similar to Union was found not to be a carrier. It did not 
appear, the report said, that the Commission has ever exer- 
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cised jurisdiction over tank car companies, as such. The re- 
port said, also, that protestants’ contention that Union, and 
through stock ownership Refiners, were affiliated with rail- 
roads, was without merit. No shares of stock of Union or Re- 
finers were owned by any railroad, and no officer or director 
of either had a similar position with any railroad or owned a 
stock interest in any railroad. Although Union leased equip- 
ment to railroads, the report said, “it cannot be found that such 
arrangement, or the circumstances under which the leasing oc- 
curs, constitutes affiliation within the meaning of section 5 (6).” 

The report said protestants further contended that, if all 
else were laid aside, “the deep question would remain whether 
it would be consistent with public interest to authorize Re- 
finers to consummate the transaction.” They argued that, as 
Union was one of the principal instrumentalities through which 
railroads transported petroleum products, Refiners would be 
placed in a preferred position with reference to the patronage 
of the oil interests. But the report said that most of Refiners’ 
business was received directly from refineries and marine and 
pipeline terminals, and not from tank cars. It had no arrange- 
ments, said the report, for through movement via tank car and 
truck and performed no functions which Union used as a sup- 
plementary service to its tank car business. Even admitting 
that certain advantages would accrue to Refiners as a result 
of its present association with Union, the report said “partic- 
ularly considering the manner in which the considered com- 
modities are transported and distributed by tank car and truck, 
it is reasonable to believe that the shippers will continue to 
use the facilities, to the extent available, of those carriers 
which provide the most efficient and reliable service,” and 
noted that Refiners would be a new operator in the consid- 
ered territory, faced with competition of many well-established 
petroleum haulers. 

The examiner agreed that the purchase and transfer of 
title to Refiners of a portion of Marshall’s equipment, prior to 
Commission approval, was unlawful. Such equipment, said 
the report, was part and parcel of the instant transaction. 
However, it said, following cited cases, denial of the application 
solely because of such partial unlawful consummation was not 
warranted, as the transaction otherwise had been shown to be 
consistent with the public interest. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘black face’ type, 
with name of town or city following.) 


Kansas (Summerfield)—-MC 103276, Sub. 1, Carl Bare and 
Paul Kirk, common carrier. Certificate proposed. General com- 
modities, with exceptions, between points in Kan. and Neb. 
within 20 miles of Summerfield, Kan.; unprocessed farm com- 
modities, food, and live stock, between Omaha, Neb., St. Joseph, 
Mo., and Topeka, Kan., on the one hand, and, on the other, 
Summerfield and points within 20 miles thereof; and new and 
used farm machinery and equipment, between the just-men- 
tioned points. 

Georgia (Atlanta)—-MC 69117, Sub. 1, W. A. Rooker and 
A. R. Rooker, extension. Dismissal of application proposed, at 
applicants’ request. General commodities, between Atlanta, 
Ga., and Bell Aircraft Co. bomber plant between Smyrna and 
Marietta, Ga. 

Tennessee (Nashville)—-MC 61265, Sub. 18, Southeastern 
Motor Truck Lines, Inc., extension. Certificate proposed. Gen- 
eral commodities, with exceptions, between Mayfield and Hop- 
kinsville, Ky., over a prescribed route, serving no intermediate 
points, service over said route restricted to traffic moving be- 
tween Mayfield and points north thereof, on the one hand, and, 
on the other, Nashville, Tenn., and points south thereof. 

New York (Rochester)—MC 51967, Louis Mancini, com- 
mon carrier. Certificate proposed. Continuance of operations, 
petroleum products in containers from Bradford, Pa., to East 
Bloomfield and Canandaigua, N. Y., and return with empty 
containers; vinegar, sauerkraut, and unmanufactured agricul- 
tural commodities from points in Ontario county, N. Y., to New 
York, N. Y., and all points in Hudson, Union, Essex, and Bergen 
counties, N. J., Washington, D. C., Baltimore, Md., Philadelphia, 
Pa., and Boston, Mass.; with return of empty bags, boxes, or 
other empty containers; coal, from Scranton, Pa., and points 
within 30 miles thereof, to East Bloomfield, Canandaigua and 
Holcomb, N. Y.; vinegar tanks from Philadelphia, Pa., to points 
in Ontario county, N. Y.; fertilizer, from Baltimore, Md., and 


Carteret, N. J., to Lyons, N. Y., and points in Ontario county, 
N. Y. 
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Ohio (Cleveland)—-MC 48846, Sub. 1, Great Lakes Drive- 
away Corporation of Ohio, extension. Certificate proposed. 
Automobiles, trucks, commercial trailers, and chassis, by drive- 
away methods, in secondary movements, over irregular routes, 
between Cleveland, O., and points in Ark., Del., Ia., Kan., Me., 
Miss., Mo., N. H., N. D., R. L., S. D., Vt., Wis., and D. C. 

Maryland (Baltimore)—-MC 2436, Sub. 1, William R. Spicer 
and George W. Laverty, extension. Denial of permit proposed. 
Bakery products and containers, display units, and advertising 
matter, between Baltimore, Md., and Norfolk, Va., over de- 
scribed routes. 

Ohio (Toledo)—MC 831, Sub. 1, Alfred Dean Rymers, ex- 
tension. Dismissal of application proposed, at applicant’s re- 
quest. Household goods, between points in Lucas and Ottawa 
counties, O., and points within five miles of each, and points in 
— Ia., Minn., Mo., Ky., Va., W. Va., D. C., Md., Mass., and 

el. 

_ Montana (Laurel)—-MC 14008, H. F. Johnson, common car- 
rier. Certificate proposed. Liquid petroleum and liquid petro- 
leum products, in bulk, in tank trucks, from Cody, Wyo., and 
Laurel and Billings, Mont., and points within five miles of each 
to points in described areas of N. D., and Idaho; from Cody 
and points within five miles of Cody to points in Mont., with 
delivery to Billings and Laurel restricted to liquid petroleum 
and liquid petroleum products other than crude oil in bulk; 
from Billings and points within five miles thereof, to points in 
Wyo., with restrictions; from Laurel and points within five 
miles thereof to points in Wyo.; petroleum and petroleum 
products, in bulk, in tank trucks, from Sunburst, Mont., to Sal- 
mon, Ida., over specified regular routes; crude oil, in bulk, from 
Cody to Billings over a specified route, with service at certain 
specified points; road oil, in bulk, from Billings to points in 
Yellowstone National Park, over specified regular and irregular 
routes, with service at certain specified points. 

Ontario, Canada (Rainy River)—-MC 96504, Emery Miller, 
common carrier. Certificate proposed. Fresh fish, blueberries, 
wild rice, and pulpwood, from the U. S.-Canadian boundary at 
Rainy River, Ont., to Baudette, Minn., via ferry and over city 
streets; from U. S.-Canadian boundary at St. Frances, Ont., to 
Rainier, Minn., via International Bridge, over a specified route. 


Pennsylvania (Coatesville)—-MC 96488, Lukens Steel Co., 
contract carrier. Dismissal of application proposed, on finding 
transportation by applicant in behalf of itself and two wholly- 
owned subsidiaries, by one of such subsidiaries in its own be- 
half, and by applicant and that subsidiary, to be that of a single 
private carrier, not subject to the act. Applicant sought au- 
thority to transport steel, steel products, and materials, between 
the corporations’ plants in Coatesville, on the one hand, and 
= customers and supply sources in N. J., and N. Y., on the 
other. 


North Carolina (Charlotte)—-MC 73943, Sub. 50, Associated 
Transport, Inc., successor to Horton Motor Lines, Inc., exten- 
sion. Denial of certificate proposed. General commodities, with 
exceptions, between Rome and Shannon, Ga. 

Massachusetts (New Bedford)—MC 61019, Fish Transport 
Co., Inc., common carrier. General commodities, with excep- 
tions, between New Bedford, Mass., and New York, N. Y., over 
a specified route, serving Providence, R. I., and Fall River, 
Mass., as intermediate points, and Fair Haven, Mass., Paw- 
tucket, R. I., and points in the New York commercial zone, as 
off-route points; malt beverages in containers, and advertising 
matter, from Newark, N. J., to Providence and Pawtucket, R. I., 
and New Bedford and Fall River, Mass., and from Newark, 
New York, and Brooklyn, to New London and Hartford, Conn., 
and Taunton and Brockton, Mass., returning with empty malt 
beverage containers and flat beer, over irregular routes; fish 
(including shell fish), processed fish, fish livers, fish oils, and 
fish scrap, from New Bedford to Philadelphia, Pa., returning 
with empty fish containers, over irregular routes; cranberries, 
from points in Barnstable, Bristol, and Plymouth counties, 
Mass., to points in the New York commercial zone, over irreg- 
ular routes. 


Maryland (Baltimore)—-MC 31322, Southern Motor Transit 
Corporation, contract carrier, embracing MC 31322, Sub. 1, 
Same, Extension. Permit proposed in MC 31322. Continuance 
of operations as to merchandise dealt in by wholesale, retail 
and chain grocery and food businesses, and equipment, mate- 
rials, and supplies, used in such businesses, between points in 
the Baltimore territory lying generally west of Chesapeake 
Bay, and between Baltimore and D. C., over irregular routes. 
Denial of permit for extension proposed in MC 31322, Sub. 1. 


lowa (Des Moines)—-MC 23259, Sub. 4, John Ruan, exten- 
sion. Temporary certificate proposed, on finding applicant’s 
operations to be those of a common carrier. Petroleum prod- 
ucts, in bulk, in tank trucks, from Coralville, Ia., to points in 
designated areas of Ill. and Wis., and from Coralville and Des 
Moines, Ia., to points in a designated area of Minn. 

Michigan (Detroit)—-MC 2929, Sub. 4, Detroit & Cleveland 
Navigation Co., extension. Certificate proposed. General com- 
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modities, with exceptions, between Detroit and Willow Run, 
Mich., over two prescribed routes. 

lowa (Carroll)—-MC 2718, Sub. 1, Larry Reicks, extension. 
Certificate proposed. Empty containers, from Carroll, Ia., to 
Omaha, Neb., over a prescribed route, serving intermediate and 
off-route points within 10 miles of Carroll. 

Louisiana (Golden Meadow)—MC 102791, Sub. 1, Walton 
Tamplain and Nolan Tamplain, contract carrier. Dismissal of 
application proposed, at applicants’ request. Shrimp, fresh or 
canned, cannery supplies, and equipment, between Golden 
Meadow and New Orleans, La., over a specified route. 

Illinois (Chicago)—-MC 100333, Sub. 3, James Riha and 
Anna Riha, extension. Permit proposed. Merchandise dealt in 
by wholesale and retail grocery houses, from Chicago, IIl., to 
Crown Point, Ind., and points in specified areas of Wis. and 
Mich.; fresh fruits and vegetables, from Benton Harbor, Mich., 
to Chicago, Ill., over irregular routes. 

Massachusetts (Brockton)—-MC 17718, Sub. 1, George J. 
Rosenthal, extension. Denial of certificate proposed. Household 
goods, between Brockton, Mass., and points within 50 miles 
thereof, on the one hand, and, on the other, points in N. J., 
Conn., N. Y., and R. I., over irregular routes. 

West Virginia (Wheeling)—MC 3488, Sub. 2, The Coopera- 
tive Bus Co., extension. Certificate proposed. Passengers and 
their baggage, express, n€wspapers, and mail, in the same ve- 
hicle with passengers, between Bellaire, O., and Wheeling, W. 
Va., over a specified regular route. 

Massachusetts (Cambridge)—MC 91951, Sub. 1, Henry Free- 
man Owens, extension. Denial of certificate proposed. House- 
hold goods, between Cambridge, Mass., and points within 25 
miles thereof, on the one hand, and, on the other, points in 
New Jersey, Pennsylvania, Maryland, Virginia, West Virginia, 
Ohio, Michigan, Indiana, Illinois, and District of Columbia. 

Indiana (Rockport)—MC 64881, Sub. 1, Royal B. Kent, ex- 
tension. Certificate proposed. General commodities, with ex- 
ceptions, between Rockport, Ind., and Owensboro, Ky., over a 
prescribed regular route. 

Texas (Dallas)—-MC 30165, Sub. 30, English Freight Co., 
extension, embracing MC 30165, Sub. 31, Same. Certificate pro- 
posed. Dangerous explosives and general commodities, with 
exceptions, between various Texas points. 

Massachusetts (West Springfield) —MC 5938, Sub. 5, Spring- 
field Martin’s Express, extension. Denial of certificate pro- 
posed. General commodities, with exceptions, between Albany, 
N. Y., and points within 10 miles thereof, on the one hand, and, 
on the other, Springfield, Mass., and points within 15 miles 
thereof, over a specified route. 

Nebraska (Nebraska City)—-MC 5270, Sub. 2, Walter M. 
Armstrong, extension. Permit proposed. Canned goods, be- 
tween Hamburg, Ia., and Nebraska City, Neb., over a pre- 
scribed regular route. 

Missouri (St. Marys)—-MC 3784, Sub. 2, St. Marys Truck 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, between Perryville, Mo., and the Missouri-Ilinois state 
line, over Missouri highway 51, thence to the junction of Ili- 
nois highway 3 at Chester, Ill., as an alternate route. 


PRACTICES OF HOUSEHOLD MOVERS 

The Household Goods Carriers’ Bureau has filed a state- 
ment with the Commission in Ex Parte MC 19, Practices of 
Motor Common Carriers of Household Goods, in accordance 
with the Commission’s notice of reopening of the proceeding 
(see Traffic World, Oct. 17, p. 908). It dealt with the pro- 
posed rules relating to certain practices of household goods 
carriers, which rules were set forth in an appendix to the 
order. 

The bureau drew a distribution between rules in the nature 
of regulation of practices and those having to do with tariff 
matters, and said that, generally, rules having to do with 
tariff matters, and so affecting rates and charges, had been 
reproduced verbatim or reflected in principle in most of the 
existing tariffs. When this had been done, it said, “the tariff 
would appear to have served its purpose” and that judicious 
limitation should be exercised to avoid useless repetition of 
law and regulations having no direct bearing on the purpose 
the tariff was designed to serve. 

As to the Commission’s suggestion that the carrier pub- 
lish insurance policies and rates therefor in its tariff, the 
bureau said that the Commission should consider that the car- 
rier was not a party to the insurance contract, had no liability 
under it, and could not guarantee from day to day the provi- 
sions of the policy, nor the charges. 

On the matter of statements in the tariff in concerning 
quotations and estimates, under rules 9 to 15, the bureau said 
that if the industry sincerely felt it could help correct the 
abuses practiced by a small minority “by the mere publication 
of statements in its tariff there would be no need for this rep- 
resentation, but the echo of such prohibition clauses would die 
with the turning of the tariff page. As we see it the solution 
lies in enforcement and prosecution.” 
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January 2, 1943 


Motor Rate Restrictions 


Following a previous request that the Commission suspend 
restrictions published for the account of individual motor lines 
in various tariffs, effective Dec. 29 and Dec. 31 (see Traffic 
World, Dec. 26, 1942, p. 1511), the Office of Price Adminis- 
tration has asked the Commission to suspend further similar 
items. 

In I. and S. M-2158, the Commission has suspended until 
July 29, 1943, the operation of the items in the schedules re- 
ferred to above, as well as other items which proposed motor 
class rate increases in these and other schedules (see Traffic 
World, Dec. 26, 1942, p. 1511). 

The items involved in the instant protest were in .Rocky 
Mountain Motor Tariff Bureau, Inc., MF-I. C. C. No. 6 (Notice 
915); MF-I. C. C. No. 11 (Notice 916) and MF-I. C. C. No. 
19 (Notice 1026), effective Jan. 4, 1943, and later. The car- 
riers for whose account these restrictions were published 
were: Garrett Freightlines, Inc.; Brady Transfer & Storage 
Co.; Consolidated Forwarding Co.; Gordon Interstate, Inc.; 
Gordon’s Transport, Inc.; Liberty Motor Freight Lines, Inc.; 
Pacific Intermountain Express; Watson Bros. ‘Transportation 
Co., Inc.; Cain Truck Lines; Hayes Freight Lines, Inc.; and 
Campbell “66” Express, Inc. 

The O. P. A. said that the action of the carriers in indi- 
cating that they would not handle certain commodities, or 
commodities rates lower than a certain class, or would handle 
these commodities only on single line movements or in con- 
nection with a limited number of other carriers, reflected their 
desire to restrict their traffic to “those movements from which 
they will receive the greatest revenues.” 

The size of the proposed increase on empty return con- 
tainers alone, said O. P. A. “is sufficient to require careful 
investigation before they should be permitted to become effec- 
tive.” This item, it said, proposed the cancellation of com- 
modity rates now used when returning these containers over 
lines other than the lines handling the loaded movement, and 
that the proposal would somewhat more than double the rates 
applicable to shipments routed via carriers other than those 
handling the loaded movement. 


N. Y. Commutation Fares 


Briefs opposing authorization by the Commission of in- 
creases in commutation fares within the state of New York in 
the same proportion that interstate passenger fares were in- 
creased under Ex Parte 148, sought by trunk-line railroads 
serving New York, have been filed in No. 28815, Commutation 
Fares in New York State, by the Office of Price Administration, 
the Public Service Commission of the State of New York, Long 
Island Transportation Bureau, Association of Long Island Com- 
muters, Inc., the City of New York, and the Transit Commis- 
sion of the State of New York. The railroad respondents also 
have filed their brief in support of the increase. 

The proceeding is an investigation by the Commission into 
the alleged refusal of the New York Public Service Commission 
to permit the requested increase. The matter has been assigned 
for oral argument on Jan. 18 before the Commission at its 
offices in Washington. 


Any increase at this time, instead of promoting the war 
effort, the O. P. A. said, would retard it by giving added force 
to the inflationary influences pressing against the Sept. 15 level. 
It said the earnings of the carriers were so great that no hard- 
ship would be imposed on them by requiring them to continue 
at the present rates; no such discrimination against interstate 
commerce had been shown as to require that the intrastate 
commutation fares be raised; and the intrastate fares involved 
were just and reasonable, in view of the government’s price- 
stabilization policy and the public interest therein. Discrimina- 
tion, even if it existed, said the O. P. A., would not be a gross 
inequity for which a rate increase should be made, in view of 
the “dominant policy to prevent further increases.” It asked 
denial of the railroads’ petition and dismissal of the proceeding. 

The Public Service Commission of the State of New York, 
in its brief asking denial of the railroads’ petition and closing 
of the investigation. said, among other things, if the present 
intrastate commutation rates were so unreasonably low as to 
deprive respondents of revenues to which they were legally 
entitled, the carriers had adequate remedies under the laws of 
New York to correct that situation. The remedies available to 
the railroads under the laws of New York, after the state com- 
missions acted on their application for increased fares, it said, 
were the following: To ask for a rehearing and an opportunity 
to present proper evidence to the state commission to show that 
the present rates for commutation service were unreasonably 
low, or to resort to the courts of the state to set aside the action 
of the state commissions if found to be unreasonable or illegal. 
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“It is apparent from the foregoing history of the railroads 
application to the state that respondent carriers are here at- 
tempting to obtain an increase in fares without first having 
complied with the laws of the state in which the increased fares 
would be collected,” said the New York commission. 

The railroad respondents said that as a result of the re- 
fusal of the New York body to permit increases in intrastate 
commutation fares by 10 per cent, the intrastate commutation 
traffic was not bearing its fair share of the transportation bur- 


den with the result that such traffic cast an undue burden on 
interstate commerce. 


I. C. Commutation Fares 


Judge John F. Bolton, of the Cook County Superior Court, 
at Chicago, December 30 granted a temporary injunction sought 
by the Illinois Central to restrain Illinois officials from enforcing 
an order of the Illinois Commerce Commission denying the rail- 
road’s application for a 10 per cent increase in certain multiple- 
ride commutation tickets used in Chicago suburban transporta- 
tion. The order of the commission, which was to have become 
effective the same day, also provided that the railroad should 
cancel tariffs under which it had increased other multiple-type 
commutation fares at Chicago last March. 

The I. C. filed its petition for the injunction December 28, 
and hearing in the matter was held December 29. Elmer Smith, 
senior general attorney, and Joseph Wright, general attorney 
for the I. C., said the commission had delayed so long, after the 
railroad filed its tariffs, in issuing the denial order, that the 
company could not appeal to the commission for reconsidera- 
tion under state laws governing such appeals. They said the 
order was confiscatory because it would prevent the company 
from making a reasonable profit on its suburban passenger 
operations. The commission, they said, had taken the errone- 
ous position that the suburban traffic was not separate from 
the entire system operation of the company, and that the sub- 
urban fares need not be increased because the company as a 
whole was making a reasonable profit. 


W. C. Wines, assistant to the Illinois attorney-general, and 
W. M. McFarland, regional attorney for the Office of Price 
Administration, opposed the petition for injunction. Mr. Wines 
said the commission had not received sufficient evidence from 
the I. C. to make a determination as to how high a profit should 
be allowed on suburban operations. Mr. McFarland said the 
court was without authority to enter the order because the 
OPA had not received 30 days’ notice of the company’s inten- 
tion to seek an injunction. 


Other railroads serving the Chicago suburban traffic have 
applied to the commission to increase commutation fares by 
the percentage allowed for passenger fares, by the Interstate 
Commerce Commission in Ex Parte 148, but the Commission has 
not yet acted on the applications. The Chicago and North 
Western obtained an injunction in federal court at Chicago 
last spring, similar to that obtained by the I. C. December 30. 
The district court’s order was appealed to the Supreme Court 
and is scheduled for hearing early in 1943. 

Judge Bolton directed the Illinois Central to deposit with 
the court an amount of cash approximating the increased earn- 
ings it will receive under the temporary injunction, the money 
to be returned to the railroad if and when a permanent injunc- 
tion issues. 


The new commutation fare increases will become effective 
January 6. 


FRESH MEATS FROM COLORADO 


J. A. Farmar, chairman, Western Trunk Line Committee, 
for and on behalf of the interested rail carriers, has filed a pro- 
test with the Commission against proposed reduced truckload 
rates on fresh meats in straight truckloads, on fresh meats in 
mixed truckloads with packing house products from Denver, 
and Pueblo, Colo., to the Chicago group. The protest involved 
item 2660 first revised page No. 298 of Rocky Mountain Motor 
Tariff Bureau, Inc., Motor Freight Tariff No. 2-A, MF-I. C. C. 
No. 19, issued by K. Tracy Power, general manager, effective 
Jan. 9, 1943, and asked suspension and investigation. 

The protest said that the earnings under the proposed rate 
of 90 cents, minimum 18,000 pounds, from the Denver points to 
Chicago, were unduly low. The earnings for a truck mile from 
Denver to Chicago, said the protest, were 15.7 cents, and from 
Pueblo, 14.8 cents. It said further that transportation of fresh 
meats from Denver and Pueblo to Chicago required refrigera- 
tion, and that the protested rate was subject to provision that it 
would be applicable only when refrigeration trucks were avail- 
able. The cost of refrigeration consequently would reduce the 
earnings for a truck mile, the protest said, and estimated that 
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it would reduce the truck-mile earnings aforementioned one 
cent or more a mile. ' 

“There is no transportation nor economic necessity of 
which your protestant is advised justifying reductions below 
the present common carrier motor truck and rail rates on these 
fresh meats,” said the protest, and added that the only conclu- 
sion was that the rates were provided for the benefit of some 
particular patron of the motor carrier or to seek a monopoly on 
this traffic. ‘ 

The protest said also that the proposed rates included, with- 
out extra charge, valuable accessorial services such as pick-up 
at point of origin and delivery at destination, loading and un- 
loading, and cited the Commission to the effect that such rates 
were lower than competitive rates because they included valu- 
able services for which the rail lines made additional charges. 


Rail and Ocean Divisions 


Southwestern defendants in No. 27969, Agwilines, Inc. 
(Clyde-Mallory Lines), et al. vs. Akron, Canton & Youngstown 
Railway Co. et al., have petitioned the Commission to rescind 
its order, effective Jan 1, 1943, in that case, prescribing divi- 
sions of joint through rates between Atlantic seaboard terri- 
tory and the southwest via north Atlantic ports and Texas and 
Louisiana Gulf ports on rail-ocean, ocean-rail, and rail-ocean- 
rail traffic. In the event the petition for recission of the or- 
der is not granted, then the defendants request a further post- 
ponement of the effective date of the order for a period of 
not less than six months so as to permit them to petition for 
modification of, they say, certain objectionable provisions of 
the order. The defendants quoted the following statement 
made by the Commission in its report: 


We notice officially that since the hearings all but three of the 
complainants have suspended their transportation service between At- 
lantic and Gulf ports, and that their ships are in use for other pur- 
poses because of the European war. The complainants now in oper- 
ation and the ports which they serve are the Bull Steamship Line (Port 
Newark and Baltimore—Beaumont and Corpus Christi, Tex.), the 
Pan-Atlantic Steamship Corporation (Boston, New York, and Phila- 
delphia—New Orleans), and the Southern Steamship Co. (Philadelphia- 


Houston, Tex.) 


Since the case was decided, the southwestern defendants 
said, the remaining complainants had ceased all operations be- 
tween Texas and Louisiana Gulf ports and north Atlantic ports. 
The order of the Commission could consequently have no prac- 
tical effect at the present, nor was it possible to foresee the 
time in the future at which the order might become operation, 
they said. Compliance therewith at this time, they added, 
would serve no purpose, and the compilation of division sheets 
would entail a substantial and unnecessary expenditure of time 
and effort by rail carriers that were already seriously short- 
handed and over-burdened. Further the defendants said: 


The order of the Commission is based on a record now more than 
four years old and that record will have become even more stale before 
water carrier service between north Atlantic and Gulf ports is re- 
sumed. Current developments in the field of water transportation jus- 
tify the assumption that the type of water carrier service offered, and 
its relation to rail service, will be materially changed after the war. 
It is, consequently, reasonable to believe that conditions existing at the 
time of the resumption of intercoastal water transportation will be so 
far different from those existing when the present record was made 
that such record will not afford an adequate and reliable basis for the 
enforcement of the Commission’s order of Dec. 8, 1941. 


Citrus Fruits from Florida 


Asking that the Commission enforce its order of June 8, 
“particularly against the respondents, who are parties to Agent 
R. H. Hoke’s Tariff No. 782, I. C. C. 642, effective Oct. 15, 1942, 
later made effective on Nov. 15, 1942,” the complainants in No. 
27741, Waverly Growers Co-Operative et al. vs. Akron, Canton 
& Youngstown Railway Co. et al., have filed a petition which 
alleged that the respondent railroads “engaged in transporta- 
tion of citrus fruit from Florida designedly and purposely pub- 
lished rates departing from the Commission’s order for the sole 
purpose and effect of continuing package charges to various 
points in Southeastern territory... . 

“Such action,” said the petition, “is flagrantly in contempt 
of the order of this Commission. The carriers serving Cali- 
fornia and Arizona and the carriers serving Texas made no such 
— from the provisions of the Commisison’s report and 
order.” 

The report and order June 8 were issued in I. & S. 4786, 
Package Rates on Citrus Fruits, embracing the proceeding in 
No. 27741, and in I. & S. 4787, Package Rates on Citrus Fruits. 
The Commission, in these proceedings, found the proposed ‘“‘per- 
package charges” on citrus fruit transported by rail from 
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Florida, Texas, California and Arizona unlawful, and pre- 
scribed reasonable and nonprejudicial charges. 

Also joined with the aforementioned proceedings was I. & 
S. 4511, Estimated Weights on Citrus Fruits, decided Feb. 13, 
1940, in which the Commission found the proposed revision of 
estimated weights on citrus fruits transported from the afore- 
mentioned states not justified and ordered suspended schedules 
canceled. The report and order of June 8 confirmed the findings 
of Feb. 13, 1940. 

__ The instant petition alleged that the carriers “have estab- 
lished what amounts to practically the same charge per pack- 
age although varying greatly in weight. For example, to Bir- 
mingham, Ala., while the standard box weighs 14 pounds more 
than two % box bags, the charge in railroad owned ventilated 
box car is only .04 of one cent greater than for the box of 
oranges in the % box bag. Comparing the standard box with 
the bruce box to the same destination . . . we find that the 
standard box weighing 7 pounds more than the bruce box 
is charged only .03 of one cent more than the bruce box.” 

The petition said that the respondents had apparently 
arrived at the rates in the following manner: 

“First, the rate was determined for the 100-pound standard 
box; then the next step was to determine the rate on the bruce 
box by dividing the rate on the standard box by the estimated 
—— of the bruce box, i. e., 93 pounds and then multiplying 

y 100.” 

The petition said that the principal issue before the Com- 
mission in these cases was the lawfulness of the package 
method of publishing rates, and quoted the Commission’s deci- 
sion to the effect that the approval of the proposed package 
method of publication would result in instances where the same 
commodity packed in different containers of the same capacity, 
but varying greatly in weight, would be transported at the same 
charge, resulting in a penalty against the shipper using the 
lighter container and a preference of the shipper using the 
heavier container. 


PRIVATE CARRIER STATUS 


Saying that the instant case was of importance because it 
represented a growing situation in the New-York-New Jersey- 
Pennsylvania area, in which garment manufacturers also trans- 
ported such garments for compensation, the Commission’s motor 
carrier legal and enforcement section has filed exceptions to 
the report and recommended order of the examiner in MC 
103548, Sub. 1, Benjamin L. Klein, Contract Carrier Application, 
embracing an investigation proceeding, MC C-332. 

In that report, the examiner recommended dismissal of the 
application on finding applicant’s operations to be those of a 
private carrier (see Traffic World, Nov. 28, p. 1280). The 
bureau’s brief contended that the examiner erred in finding 
that the applicant was a private carrier, and in considering the 
question of whether the applicant was a bailee and was trans- 
porting property in pursuance of a commercial enterprise, with- 
out first having determined whether the applicant was a com- 
mon or a contract carrier. The brief said also that the 
examiner erred in failing to determine the status of the 
applicant on the testimony relating to the transportation, and 
in determining that question on consideration of the character 
of some other business (manufacturing) than transportation 
conducted by the applicant. The examiner, said the brief, 
should have found that the applicant was a common carrier, 
or a contract carrier. 

The brief listed the following indicia as pertinent to a 
decision as to the true nature of the transportation: 

Whether the transporter maintains a place of business in which he 
deals in the goods transported; whether the transportation is pursuant 
to advance orders for the goods transported; whether the compensation 
of the carrier is specifically applicable to the transportation; whether 
a business or commercial establishment in connection with which the 
transportation is alleged to be conducted is genuine; and whether the 
possession of the transporter is consistent with the possession of a 
carrier. 


_ The facts concerning the aforementioned features, said the 
brief, pointed to the conclusion that the applicant was not a 
private carrier. 





EXPRESS ANNUAL REPORTS 


The Commission, division 1, has ordered all express com- 
panies within the scope of section 20, part I of the interstate 
commerce act, to file annual reports for the year ending Dec. 
31, 1942, and for each succeeding year until further order, in 
accordance with “Annual Report Form H (Express)” approved 
by it. The new order, of which the form is a part, replaces 
the outstanding order which will be vacated effective Jan. 1, 
1943. The annual report is to be filed in duplicate in the 
Commission’s Bureau of Transport Economics and Statistics 
- = — March 31, of the year following the one to which 
it relates. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Arkansas.) On appeal from circuit 
court’s judgment sustaining corporation commission’s orders 
granting permits to transport freight over designated state 
highways, it is Supreme Court’s duty to try case de novo on 
record made before commission and circuit court. Acts 1941, 
Act 367. 

Generally, certificate of public necessity and convenience 
for transportation of freight over designated state highways 
may not be granted unless existing service over route applied 
for is inadequate, additional service would benefit general pub- 
lic, or existing carrier has been given opportunity to furnish 
additional service required. Acts 1941, Act 367. 

Evidence held sufficient to show that transportation com- 
panies, operating over highways designated in applications by 
others to corporation commission for permits to transport speci- 
fied commodities over such highways, were furnishing adequate 
service and were not given opportunity to furnish additional 
service required for benefit or convenience of general public, 
so as not to warrant commission’s issuance of such permits 
to applicants. Acts 1941, Act 367. 

The provision of corporation commission act that any final 
order thereunder should be subject to same right of appeal by 
any party to proceeding as provided by specified statutes re- 
specting appeals from commission’s orders gave parties pro- 
testing against granting of permits to transport specified com- 
modities over designated state highways absolute right of ap- 
peal from commission’s orders granting such permits and cir- 
cuit court’s judgment sustaining such orders, as reference in 
act to such other statutes related to proceedings for or manner 
of perfecting appeal. Acts 1941, Act 367, Secs. 6, 7 (e); Pope’s 
Dig. Secs. 2019, 2020. 

The provision of corporation commission act that any final 
order thereunder should be subject to same right of appeal by 
any party to proceeding as provided by specified statutes re- 
specting appeals from commission’s orders was not invalid 
as amending or extending such other statutes in violation of 
constitutional provision prohibiting amendment or extension 
of law by reference to its title only. Acts 1941, Act 367, Sec. 
7 (e); Pope’s Dig. Secs. 2019, 2020; Const. art. 5, Sec. 23. 


(Potashnick Local Truck System vs. Fikes, 165 S. W. Rep. 
2nd, 615.) 


Protective Service Charges 


Four brewing companies—Anheuser-Busch, Inc., Blatz 
Brewing Co., Jos. Schlitz Brewing Co., and Pabst Brewing Co. 
—which recently filed a complaint in the federal court at Chi- 
cago asking it to enjoin the railroads from assessing and col- 
lecting special refrigeration charges and to prevent enforcement 
by the federal government of the Commission’s order in No. 
20769, Charges for Protective Service to Perishable Freight, 
have now asked the Commission to reopen the proceeding for 
further hearing “because of the important changes in both the 
statutes and the regulations thereunder that have arisen since 
this case was submitted” (see Traffic World, Dec. 19, p. 1464). 


The brewing concerns summarized what they called the 
principal changes in the statutes and the regulations thereunder 
directly affecting the transportation of beer that had occurred 
since the record was closed, as follows: 


The prices of our products were frozen under the price control 
act of 1942. The rates were increased six per cent in 1942. The order 
No. 18 of the Office of Defense Transportation requiring an increase 
in the net load in each car to the maximum the car will carry has re- 
sulted in greatly increasing the expenses of petitioners while at the 
same time benefiting the railroads in that they are now hauling in 
three cars the tonnage that formerly required four cars. 


__In loading cars 25 per cent heavier, the brewing concerns 
said, “more supervision was required of petitioners, involving 
very careful stowing, additional bracing, lumber, hardware, 
and labor.” Another factor, they said, was the cancellation of 
all guaranteed schedules by the railroads, the majority of their 
cars requiring from two to three days additional time and in 
many cases five additional days en route, resulting in additional 
reicing which was an expense “we did not have last year.” 
Should the increased charges for switching, accounting, re- 
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icing, etc., become effective (the effective date being Feb. 14), 
the concerns said their cost would be increased sveral times 
because of the additional reicing required, due to the lengthened 
schedules. Another factor, they added, was the metal crown 
cap rationing of the War Production Board reducing “our steel 
for crown to 60 per cent of that used in 1941.” That, they said, 
resulted in more mixed shipments of keg and bottled beer, 
requiring additional refrigeration as the bottled beer did not 
require refrigeration, and with the crown rationing reducing 
the available supply of bottled beer it became necessary to 
substitute keg beer for some of the bottled beer. 

Pointing to maximum price regulations, the brewing con- 
cerns said such regulations had been issued without reference 
to “these increased refrigeration charges,’”’ which latter were 
inconsistent with the purposes of “these new laws and the 
actions of the Price Administration thereunder, and would 
disrupt some of the price control activities undertaken by the 
Office of Price Administration. 

In addition to the aforementioned increased charges, the 
brewing concerns said the railroads had published supplement 
27 to Perishable Protective Tariff No. 11, effective Jan. 15, 
1943, prescribing additional switching charges. From the stand- 
point of the anti-inflation act, they said, those new charges 
were as important as the other charges and such charges should 
be postponed until the O. P. A. had had an opportunity to 
present its views to the Commission, after statutory notice had 
been given to the O. P. A. 

“There has been no more fundamental recent change in 
any single department of the federal authority than with re- 
spect to transportation of interstate commerce,” say the brew- 
ing concerns. “No single factor of public activity stands above 
transportation in the war effort of the nation. The legislative 
and executive branches of government have both importantly 
and promptly recognized this change. 

“The anti-inflation act of Oct. 2; 1942, stands as an amend- 
ment to the act to regulate commerce, and in effect, supplants 
it wherever there may be a conflict.” 

In connection with the foregoing statement, the brewing 
concerns pointed to the provision of the act that no common 
carrier or other public utility should make any general increase 
in its rates or charges which were in effect on Sept. 15, 1942, 
unless it first gave 30 days’ notice to the President, or such 
agency as he might designate, and consented to the timely inter- 
vention by such agency before the federal, state or municipal 
authority having jurisdiction to consider such increase. 

By executive order and procedural regulations, the execu- 
tive branch of government had strongly proceeded to give full 
force and effect to these new statutory provisions, said the 
brewing concerns. The courts had also acted promptly, they 
said. It had been held that the above statute, “supersedes the 
act to regulate commerce,” they said, citing a recent decision 
of the U. S. Court of Appeals, District of Columbia (see Traffic 
World, Dec. 12, p. 1411). 

“Applying these fundamental changes in public law to the 
present effort in this proceeding to make general increases on 
all the railroads of the country brings the entire issue to the 
attention of the agent of the President, and it is the direction 
of the Congress that the responsibility rests upon him to deter- 
mine in his judgment the effect of increases upon the country’s 
welfare,” declare the brewing concerns. “The great responsi- 
bility is his, and every other consideration must loyally sup- 
port him.” 

The brewing companies said they were of the opinion that 
the matters here alleged should be given consideration by the 
Commission under its original jurisdiction, and that when so 
considered they might well lead to a change in the Commis- 
sion’s present conclusions or at least to a postponement of the 
present order for the duration of the war. They asked that the 
effective date be postponed; that supplment 27 be suspended 
and postponed, that the proceedings be reopened for further 
hearing, and that the O. P. A., as well as them (petitioners) 
be given an opporunity to present such new and additional 
evidence as may be relevant and material under the act of 
Oct. 2, 1942. 


“GRANDFATHER” MOTOR RIGHTS SUIT 


A suit to set aside an order of the Commission dated Sept. 
18, 1942, in MC 481, Jay A. Moorehouse, Common Carrier Ap- 
plication, denying “grandfather” rights to continue operations 
as a common or contract carrier of property between points in 
Minnesota, Wisconsin, Iowa, Illinois, and North Dakota has 
been filed in the district court for the district of Minnesota, 
fourth division. The case is docketed as civil action No. 843, 
O. D. Smith, dba J. A. Moorehouse, plaintiff, vs. United States 
of America and Interstate Commerce Commission. An inter- 
locutory injunction suspending and restraining the enforcement 
of the order is also asked. 

The petitioner said the business now conducted by him in- 
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dividually as successor to Moorehouse was that of a common 
carrier and there had been no interruption in the original busi- 
ness from the time of its inception to the present. Unless an 
interlocutory injunction was granted by the court, petitioner 
said he would have to cease all interstate operations, his entire 
business would be destroyed, and all the good-will and adver- 
tising value developed over a period of approximately 10 years 
of successful operations would be completely lost, thus result- 
ing in irreparable damage and injury. Petitioner said the order 
of the Commission was unfair, unreasonable, unjust, arbitrary, 
and capricious, because it disregarded and was contrary to the 
actual facts and contrary to the evidence concerning operations 
of petitioner or his predecessors in interest on, before, and con- 
tinuously since June 1, 1935. Cessation of operations, petitioner 
submitted, would serve to eliminate competition and establish 
monopoly in the motor field. 

The effective date of the Commission’s order was extended 
to Dec. 31, 1942, according to the petitioner. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Eastern Missouri district, at Hannibal. Raymond C. Mc- 
Carty, dba R. C. McCarty Co., of Kansas City, Mo., was fined 
$900 following entry of a plea of guilty to an information 
charging him with transporting property without requisite au- 
thority and without having on file with the Commission, and 
without having published, a schedule of minimum charges. Four 
hundred dollars of the fine was required to be paid and pay- 
ment of the remainder was suspended during a probationary 
period of two years. Henderson Produce Co., of Monroe City, 
Mo., entered a plea of nolo contendere to charges of having 
aided and abetted the carrier in the commission of the afore- 
mentioned offenses, and was fined $400, all of which was re- 
quired to be paid. .. 


MOTOR FINANCE CASES 


MC F-1901, Albert Maund, Inc.—purchase—George Ddéane Monaghan. 
Purchase by Albert Maund, Inc., of Kearny, N. J., of operating rights 
and property of George Doane Monaghan, doing business as George 
D. Monaghan, of Holmdel, N. J., approved and authorized, subject 
to condition. 

MC F-1880, Pacific Motor Trucking Company—merger—Pacific Truck 
Express, embracing No. MC F-1899, Pacific Truck Express—purchase— 
Cecil: Barker, and No. MC F-1952, Pacific Truck Express—purchase— 
T. W. Laird. Purchase by Pacific Truck Express, of San Francisco, 
Calif., of operating rights and property of Cecil Barker, doing business 
as Barker Freight Line, of Corvallis, Ore., and certain operating rights 
and property of T. W. Laird, doing business as Klamath Falls-Malin 
Freight Line, of Klamath Falls, Ore., and merger of the operating 
rights and property of Pacific Truck Express into Pacific Motor Truck- 
ing Co., of San Francisco, Calif., approved and authorized, subject 
to condition. , 

MC F-2064, Burlington Transportation Company—purchase—M. C. 
Foster. Application for authority under section 210a(b) of Burlington 
Transportation Company of Chicago, Ill., for temporary operation of’ 
motor carrier rights and properties of M. C. Foster, doing business 
as M. C. Foster Bus Line, of Troy, Mo., granted Dec. 30, 1942, subject 
to condition. 

MC F-2008, Hugh Mark O’Neill—control—Anchor Motor Freight, 
Inc., of Michigan et al. Acquisition by Hugh Mark O’Neill, of Cleve- 
land, O., of control of Anchor Motor Freight, Inc., of Delaware, Anchor 
Motor Freight, Inc., of Michigan, and Anchor Motor Freight, N. Y. 
Corp., all of Cleveland, through ownership of capital stock, approved 
and authorized. 

MC F-2007, The Santa Fe Trail Transportation Co.—issuance of 
securities, embracing No. MC F-2012, Santa Fe Transportation Co.— 
issuance of securities. Authority granted The Santa Fe Trail Trans- 
portation Co. of Wichita, Kan., to issue 22,000 shares of common stock 
having par value $100 each, and a ten-year noncumulative contingent 
interest note for $1,980,000, in exchange for presently outstanding 
capital stock and payment of open account indebtedness, subject to 
conditions. Authority granted Santa Fe Transportation Co., of Los 
Angeles, Calif., to issue 7,390 shares of common stock having par value 
$100 each, and a ten-year noncumulative contingent interest note for 
$559,000, in payment of open account indebtedness, subject to condition. 

MC F-2004, System Freight Service, purchase—Yuma Motor Freight 
Terminal Co. Purchase by System Freight Service, of Los Angeles, 
Calif., of operating rights and property of Yuma Motor Freight Ter- 
minal Co., also of Los Angeles, approved and authorized, subject to 
conditions. 

MC F-2000, American Carloading Corporation, purchase—St. Louis- 
Indianapolis Freight Lines, Inc. Purchase by American Carloading 
Corporation, of Detroit, Mich., of certain operating rights of St. 
Louis-Indianapolis Freight Lines, Inc., of St. Louis, Mo., approved and 
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authorized, subject to condition. 

Action by Division 4, December 30, 1942, in finance case No. MC 
F-1999, Black Motor Lines, Inc., purchase—W. D. Gill. Purchase by 
Black Motor Lines, Inc., of El Dorado, Ark., of certain operating 
rights of W. D. Gill, doing business as Gill Transport Co., of Little 
Rock, Ark., approved and authorized, subject to condition. 

MC F-1992, Amsterdam Despatch, Inc., purchase—M. C. Wilkin- 
son. Purchase by Amsterdam Despatch, Inc., of Amsterdam, N. Y., 
of operating rights of M. C. Wilkinson, doing business as Utica-New 
York Transportation, of New York, N. Y., approved and authorized, 
subject to condition. 

MC F-1986, Wooleyhan Transport Co., purchase—George A. Mullin. 
Purchase by Wooleyhan Transport Co., of Wilmington, Del., of operat- 
ing rights and property of George A. Mullin, doing business as Mul- 
lin’s Express, of Philadelphia, Pa., approved and authorized, subject 
to condition. 

MC F-1984, Colorado-Wyoming Express, lease—Rex Shepherd. 
Lease by Colorado-Wyoming Express, of Denver, Colo., of certain 
operating rights, and purchase of certain property, of Rex Shepherd, 
doing business as Motor Express Co. of Wyoming, of Salt Lake City, 
Utah, approved and authorized, subject to condition. 

MC F-1982, Wilson Storage and Transfer Co., lease—Emil Dobash. 
Lease by Wilson Storage and Transfer Co., of Sioux Falls, S. D., of 
operating right, and purchase of certain property, of Emil Dobash, 
doing business as Dobash Transportation, also of Sioux Falls, approved 
and authorized, subject to condition. 

MC F-1969, Union Transportation Co., purchase—Denco Bus Lines, 
Inc. Purchase by Union Transportation Co. of Oklahoma City, Okla., 
of certain operating rights of Denco Bus Lines, Inc., of Ada, Okla., 
approved and authorized, subject to condition. 

MC F-1968, Dorn’s Transportation, Inc., purchase—Glens Fall!s- 
New York Express, Inc. Purchase by Dorn’s Transportation, Inc., of 
Rensselaer, N. Y., of operating rights of Glens Falls-Ne wYokr Ex- 
press, Inc., of Giens Falls, N. Y., approved and authorized, subject 
to condition. 

MC-F-1965, Eber W. Martin and Logan Martin—Lease—Zach 
Brooks. Lease by Eber W. Martin and Logan Martin, partners, doing 
business as Eber W. Martin & Son, of Goodpine, La., of operating 
rights of Zach Brooks, of El Dorado, Ark., approved and authorized, 
subject to condition. 

MC-F-1963, O. I. M. Transit Corporation—Purchase—Victory Ex- 
press, Inc. Purchase by O. I. M. Transit Corporation, of Fort Wayne, 
Ind., of operating rights of Victory Express, Inc., of Chicago, IU., 
approved and authorized, subject to condition. 

MC F-1958, Cross Transportation, Inc.—purchase—Harry Fink, em- 
bracing No. MC F-1959, Cross Transportation, Inc.—purchase—Milton 
L. Lahn. Purchase by Cross Transportation, Inc., of Bridgeton, N. J., 
of operating rights and certain property of Harry Fink, doing business 
as Bridgeton Motor Express, also of Bridgeton, and certain operating 
rights of Milton L. Lahn, doing business as Lahn Motor Transporta- 
tion, also of Bridgeton, approved and authorized, subject to condition. 
Application in No. MC F-1959, denied in part. 

MC F-1949, United States Trucking Corporation—Issuance of Note. 
Findings in prior report decided October 2, 1942, modified to authorize 
issuance by United States Trucking Corporation, of New York, N. Y., 
of its secured 4 per cent installment note in principal amount not 
exceeding $525,000 in payment of the unpaid balance of its unsecured 
pad cent demand note for $620,000 now outstanding, subject to con- 

on. 

MC F-1944, P. B. Mutrie Motor Transportation, Inc.—purchase— 
Lupus Truck Lines, Inc. (C. Keefe Hurley, receiver). Purchase by P. 
B. Mutrie Motor Transportation, Inc., of Boston, Mass., of operating 
rights of Lupus Truck Lines, Inc. (C. Keefe Hurley, receiver), also 
of Boston, approved and authorized, subject to condition. 

MC F-1940, Burlington Transportation Company—issuance of notes. 
Authority granted Burlington Transportation Company, of Chicago, IIl., 
to issue unsecured promissory notes in the aggregate principal amount 
of $1,869,940.34, to evidence a like amount of open account indedebted- 
ness, subject to conditions. 

MC F-1934, Harry G. Masser, purchase—C. N. Graham and John H. 
Kelley. Purchase by Harry G. Masser, doing business as Masser Motor 
Express, of Hagerstown, Md., of the operating rights of C. N. Graham 
and John H. Kelley, of Berkeley Springs, W. Va., and Clear Spring, 
Md., respectively, approved and authorized, subject to condition. 

MC-F-1906, Southern Pacific Transport Company—Lease—L. W. 
Eldridge, Jr. Lease by Southern Pacific Transport Company, of Hous- 
ton, Tex., of operating rights and purchase of certain property of 
L. W. Eldridge, Jr., doing business as Eldridge Freight Line, of Kerr- 
ville, Tex., approved and authorized. 

MC-F-1846, The Middlesex Transportation Co.—Operation—York- 
Buffalo Motor Express, Inc.—Operation by The Middlesex Transporta- 
tion Co., of New Brunswick, N. J., of the properties of York-Buffalo 
Motor Express, Inc., of New Cumberland, Pa., approved and authorized, 
subject to condition. 

MC-F-1931, The Greyhound Corporation—Purchase—Capital Mo- 
tor Lines and Old South Lines, Incorporated. Application seeking 
authority for purchase by The Greyhound Corporation, of Chicago, Ill., 
as successor in interest to Teche Lines, Incorporated, of New Orleans, 
La., of certain operating rights and property of Capital Motor Lines, 
of Montgomery, Ala., and Old South Lines, Incorporated, a dissolved 
corporation, formerly of Charleston, W. Va., dismissed. 


DESTRUCTION OF WATER RECORDS 
New regulations to govern the destruction of records of 
carriers by water have been prescribed by the Commission, 
in accordance with section 313 of part III of the interstate 
commerce act. The regulations become effective Jan. 1, 1943, 
superseding the issue of 1913. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2155, the Commission has suspended from 
December 28 until July 28 the operation of certain schedules 
contained in supplement No. 16 to joint tariff MF-I. C. C. No. 
A-16, published by the New England Motor Rate Bureau, Inc., 
Agent, Boston, Mass. In lieu of higher class rates the suspended 
schedules propose to establish new and reduced commodity 
rates on fibreboard, paper or pulpboard candy boxes, set up, in 
less-truckloads and lots of 6,000 pounds, from Boston, Mass., 
to Newark, N. J., and New York, N. Y., and in the reverse 
direction. 

In I. and S. M-2156, the Commission has suspended from 
December 28 until July 28 the operation in part of schedule 
MF-I. C. C. No. 11 of T. B. Longshore, Ironton, O. The sus- 
pended schedules propose to establish from Huntington, W. Va., 
Pittsburgh, Pa., and various Ohio points, to Ashland, Ky., re- 
duced contract-carrier minimum charges on various commodi- 
ties, minima 3,000, 5,000, 10,000, and 15,000 pounds. 

In I. and S. M-2157, the Commission has suspended from 
December 27 until July 27 the operation of certain schedules 
as published in tariff MF-I. C. C. No. 6 of Emery’s Transfer, 
Inc., Martinsburg, W. Va. The suspended schedules proposed to 
establish increased commodity rates on feeds from Baltimore, 
Md., to Winchester, Va., and on fertilizer from Baltimore to 
Front Royal, Va. The following is illustrative: 


Feeds (animal or poultry, in bags) from Baltimore to Winchester, 
present rate, less truckloads, 15; present rate, minimum 8,000 pounds, 
10; proposed rate, less truckload, 25; proposed rate, minimum 10,000 
pounds, 15; proposed rate, minimum 20,000 pounds, 12. 


In I. and S. M-2154, the Commission has suspended from 
December 26 until July 26, the operation of certain schedules 
as published in supplement No. 154 to joint tariff MF-I. C. C. 
No. 73 (F. P. Willette’s Series), and others, of Mid-Western 
Motor Freight Tariff Bureau, Inc., Agent, Kansas City, Mo. 
The suspended schedules propose to establish exceptions to the 
application of rates for the account of many individual carriers 
applying from, to and within the southwest, resulting generally 
in increased rates or charges. 


Cleveland Steck Yards Charges 


Exceptions to the findings recommended by Examiner Paul 
O. Carter in a proposed report in No. 28421, Baltimore & Ohio 
et al., vs. the Cleveland Union Stock Yards Co., and the cases 
joined with it, filed with the Commission by the complaining 
railroads and the Stock Yards company, turn largely on the 
applicability to the facts at Cleveland of those in the so-called 
Swift case, Swift & Co. et al. vs. Alton Railroad, et al. 238 
I. C. C. 179, affirmed by the Supreme Court May 4, 1942, in 
Swift & Co., and Omaha Packing Co. vs. United States of 
America and Interstate Commerce Commission, 316 U. S. 216. 

The railroads excepted to the examiner’s finding that it 
was the carriers’ duty, in connection with direct shipments, to 
provide egress from the unloading pens in the stock yards to a 
public street. (See Traffic World, Nov. 7, 1942, p. 1078.) They 
cited the aforementioned decision of the Commission, to the 
effect that the duties of the railroads ‘are completed when the 
livestock is placed in unloading pens. Charges assessed for 
services performed and facilities used beyond the gates leading 
from the pens in the stock yards, into which the livestock is 
unloaded from railroad cars, found not subject to the juris- 
diction of the Commission.” The carriers asked that the find- 
ing in this respect be changed to indicate that their failure to 
afford egress from the unloading pens be found not to have 
resulted in an unreasonable practice. 


On its part, the Cleveland Stock Yards Co. said that the 
situation at Cleveland was distinguishable from the situation at 
Chicago, “where the Supreme Court has held the stockyards 
company to be a common carrier, in that the defendant here 
had no charter authority to engage in business as a common 
carrier by railroad, has never operated a railroad, has never 
held itself out as such, and has never insisted that the railroads 
employ it to perform services; while at Chicago the stockyards 
company was incorporated as a railroad, had operated as such, 
still owned railroad facilities and insisted that the railroads 
employ it to perform services.” 

The stock yards company cited from its tariff, filed with 
the Secretary of Agriculture in accordance with the Packers 
and Stockyards act, its charge for handling, storage, weighing 
and/or delivering stock consigned direct to packers and not 
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offered for sale, which tariff item included the statement that 
the charge “will be assessed against and collected from the de- 
livering road haul carrier.” 

The stock yards company and the railroads take exception 
to the charge of $1.50 a deck for the use of the facilities of 
the stock yards company, proposed by the examiner, the car- 
riers asking that the reasonable charge be found to be $1.00 
a deck, and the stock yards company maintaining that the 
charge of $1.50 is not reasonable. The difference of opinion 
arises out of the cost figures prepared by the railroads, which 
the examiner said were faulty, but which he said, provided the 


best guide of record to the costs of the unloading and loading 
services. 


_ The carriers also objected to the proposed finding that the 
railroad companies had made the stock yards their terminal in 
Cleveland for the receipt and delivery of shipments of live 
stock, and asked that the finding be modified to read that, un- 
der the circumstances described, “the Commission should find 
that the packer-consignees and the stock yards through favors 
have made the public stock yards the principal terminal facili- 
ties in Cleveland for the receipt and delivery of shipments of 
live stock.” On this point, the stock yards company said the 
examiner erred in stating that direct shipments had been trans- 
ported to the stock yards for the convenience of consignees 
and in most instances at their specific direction, as being in- 
consistent with his finding that the railroads had made the 
stock yards the terminal, and said that there was evidence to 
show that live stock was consigned to Cleveland without other 
designation. The situation, it said, could hardly be for the 
convenience of consignees “since the railroads for their con- 
venience had made the stock yards their terminal. . .” 


The cases joined with the title proceeding are: No. 
Sub. 1, Baltimore & Ohio et al. vs. Taceaseale Saamdoad Mow 
Co., and No. 28400, Delivery of Live Stock Shipments at Cleve- 
land, O., the latter being an investigation instituted by the Com- 
mission, on petition of the railroads serving Cleveland, into the 
Services the carriers are required to perform under their line- 
haul rates in connection with live stock deliveries at the Cleve- 
land Union Stock Yards, and into the character and extent 


of the facilities the roads are required to provide in connec- 
tion with such deliveries. 





HOBOKEN DIVISIONS CASE 


. Hoboken Manufacturers Railroad Co., following the deci- 
sion of the federal court for the District of New Jersey, setting 
aside the Commission’s order in No. 27630, Hoboken Manufac- 
turers Railroad Co. vs. The Akron, Canton & Youngstown Rail- 
way Co. et al., has filed a petition for further hearing with the 
Commission. In setting the Commission’s order aside, the court 
said the Commission should be directed to reconsider its deci- 
sion, and should determine whether or not the allowance to 
trunk line carriers of the entire saving of 75 cents a ton, due 
to the use of the peculiar equipment of Seatrain Lines in inter- 
change operations, was unduly preferential or prejudicial as be- 
tween the carriers. The court said that, as Hoboken was 
wholly owned by Seatrain, the Commission should determine 
whether or not the relationship between Hoboken and Seatrain 
was of value and, if so, to determine the amount of that value 
to be allowed in establishing Hoboken’s legitimate costs, and to 
determine an equitable division of the saving of 75 cents a ton 
(see Traffic World, Dec. 12, 1942, p. 1394). 





Charges on “Frustrated Freight” 


Further action by the Commission has rounded out the 
measures in connection with so-called “frustrated freight,” 
which is traffic arriving at a port for export and which is either 
domesticated, or is shipped to an interior point for storage 
and subsequent export, because of lack of shipping space. In 
previous action (see Traffic World, Dec. 26, p. 1503) the Com- 
mission, by special permission 13670, protected the export 
rate on such shipments from the point of origin to the original 
port of export, without regard to whether the shipment was 
later domesticated or exported. 

. The further action of the Commission, by division 2, was 
in the form of an order authorizing rail carriers serving North 
Atlantic ports to adjust charges on freight consigned to such 
ports for export “which has been or now is held in cars and 
which freight may become domesticated, or exported through 
ports other than to which originally consigned, by applying for 
the detention at the ports, with a free time allowance of ten 
days, charges at the rate of 3 cents for 100 pounds for the 
first ten days, and one cent for 100 pounds for each succeeding 
ten-day period or fraction thereof, including handling in and 
out.” The Commission required that the rail carriers file with 
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it statements clearly describing the shipments on which ad- 
justments would be made. 

The Commission said the order was issued because such 
freight might either be disposed of domestically or exported 
through ports other than to which originally consigned, in 
which event export charges “otherwise applicable for deten- 
tion at the original ports would be displaced by higher domestic 
storage or demurrage charges under the tariffs governing the 
detention.” 

The order said that Trunk Line and New England North 
Atlantic port rail carriers had established the aforementioned 
rates, effective June 24, 1942, and had petitioned the Commis- 
sion to be allowed to apply such rates. It said also that the 
Commission was of the opinion that the collection of charges 
in excess of such rates would result in the exaction of unjust 
and unreasonable charges. 


CHICAGO TRUCK LABOR DISPUTE 


Mediation proceedings being conducted at Chicago by B. M. 
Badenoch, commissioner of conciliation, region five, Depart- 
ment of Labor, in the wage dispute between Chicago truck- 
ing companies and their drivers, were recessed December 29 
after two days’ conference. It was understood the negotiations 
would not be resumed until after the holiday weekend, with 
the drivers’ officials agreeing not to call a strike. The exist- 
ing contract between the companies and the two employes’ 
unions involved expires December 31 (see Traffic World, Dec. 
26, p. 1516). 


Vacation Pay Dispute 


The text of the decision of Wayne L. Morse as referee in 
the dispute between the 14 “cooperating” railroad labor organi- 
zations and the carriers over the vacation-with-pay agreement 
of December 17, 1941, has been made public by Mr. Morse, by 
authorization of the parties to the dispute (see Traffic World, 
Dec. 5, p. 1350). 

The decision by Mr. Morse, public member of the National 
War Labor Board, covers 84 pages in a 103-page printed 
booklet. The booklet also contains the text of the vacation 
agreement involved in the dispute and interpretations of certain 
provisions of the agreement as to which the unions and the car- 
riers had reached accord on June 10 and July 20. 

The vacation-with-pay agreement contained 14 articles. 
Mr. Morse’s decision showed that the unions and the carriers 
had disagreed on interpretations of certain words and phrases 
in each of those articles. Article 1 of the agreement read as 
follows: 


Effective with the calendar year 1942, an annual vacation of six 
(6) consecutive work days with pay will be granted to each employe 
covered by this agreement who renders compensated service on not 
less than one hundred sixty (160) days during the preceding calendar 
year. 


One question at issue was the meaning and intent of the 
words “cohsecutive work days” in article 1. The carriers’ posi- 
tion was that “consecutive work days” meant days covered in 
the employe’s regular assignment as distinguished from days on 
which he might be called or notified to work when there was no 
regular assignment to work. The unions’ view was that “work 
days” should be interpreted and applied in accordance with the 
respective rules agreements, or recognized practice thereunder. 
Mr. Morse said he was satisfied that the article contemplated 
six consecutive full work days. 


As to some of the questions at issue, Mr. Morse said it 
was his view that representatives of the carriers and of the 
employes were bound to work out together on a cooperative 
basis joint plans for disposing of those particular questions. He 
made the statement, in the decision, that the carriers did not 
possess the unrestricted right or option to keep an employe at 
work and grant him extra pay in lieu of a vacation. Later in 
the decision he suggested that “in all fairness there undoubt- 
edly are adjustments and modifications of the working rules 
which should be made when applying them to vacation prob- 
lems.” He said that negotiations over such matters should 
proceed on a “give-and-take” basis, and not on the basis that 
no exception to a full application of a rule could be made. 

Mr. Morse said he was convinced that the cause of a large 
share of the differences that had arisen between the parties 
in interpreting and applying the vacation agreement grew out 
of their suspicions of the motives of each other. He said that 
through the entire record of this case there ran evidence that 
the employes, rightly or wrongly, suspected that some of the 
carriers, at least, sought to interpret the agreement “in every 
way possible which will save money at the expense of the 
workers.” There was also “plenty” in the record to show that 
the carriers suspected the employes’ representatives of advanc- 
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ing “technical and strained interpretations of the contract in 
order to seek advantages for the employes not intended when 
the agreement was adopted.” 

“The referee is satisfied that harmony between the parties 
will never prevail in administering the vacation system, no 
matter how many referee’s decisions the parties obtain on dis- 
puted points, as long as such a suspicion exists,” said Mr. Morse. 
“It can be removed only by the parties themselves reaching an 
understanding based upon mutual confidence. . . . The vacation 
agreement was not designed to foster a ‘make-work’ program 
or provide hidden wage increases, and it is respectfully sug- 
gested that the representatives of the employes should do 
everything in their power to remove from the minds of the 
representatives of the carriers the suspicion that any such 
motives lie back of the employes’ proposals for administering 
the vacation agreement.” 


Rail Unions’ Wage Demands 


With the attitude that, even though its recommendations 
might be rejected, it would have made a conscientious effort 
to avert what it regarded as a severe blow to its national wage 
stabilization policy, the National War Labor Board overran 
protests by spokesmen for the rail labor brotherhoods as it 
submitted to Stabilization Director Byrnes a proposal under 
terms of which the board would have a voice in keeping within 
the bounds of wage stabilization any wage increases that might 
be granted to the rail labor unions now demanding such in- 
creases, according to information obtained at the board. 

The board had proposed to Stabilization Director Byrnes, 
it was said, that the unions’ wage demands be handled in ac- 
cordance with the pattern set forth in the railway labor act, 
with an emergency board reporting its recommendations to 
the President. However, under the War Labor Board’s pro- 
posal, the emergency board would file a copy of its report with 
the W. L. B., and the W. L. B. would then, at its own option, 
have a period of time in which to notify the President if it 
found that the emergency board’s recommendations violated 
the wage stabilization policy now being placed in effect by the 
W. L. B. under authority of the President’s executive order 
pursuant to the anti-inflation act of October 2. 

Representatives of the brotherhoods, when they called on 
the War Labor Board to protest against its proposed interven- 
tion in the railroad wage increase proceedings, were told by 
one board member that, if they themselves were members of 
the War Labor Board, dealing with the wage situation na- 
tionally, they could not agree to exemption of about 1,500,000 
workers—those employed by the railroads—from the wage 
stabilization program, it was stated at the board. 

In authorizing wage increases in industries other than the 
railroad industry, the War Labor Board’s policy has been to 
apply its so-called “Little Steel” formula. Application of that 
formula by the board means that it approves increases in 
straight time hourly rates to a point 15 per cent above the Jan- 
uary 1, 1941, level of such rates, in instances where increases 
granted since that date have aggregated less than 15 per cent. 

The wage increases obtained in December, 1941, by the 
non-operating employes of the railroads were estimated at 15.6 
per cent, while the increases for the operating employes in 
that same month were estimated at 10.6 per cent. The present 
demand of the operating employes is for a 30 per cent boost 
in wages, and that of the non-operating unions is for an in- 
crease 27.2 per cent (see Traffic World, Oct. 3, p. 779, and 
Dec. 12, p. 1423). Application of the “Little Steel’? formula 
to the railroad wage situation would mean, accordingly, that 
the non-operating employes could not qualify for higher pay 
rates than they are receiving now, and that the most that the 
operating employes could hope to get would be an increase 
of 4.4 per cent. 


ALASKA RAIL BILLS SIGNED 
President Roosevelt has signed H. R. 7380, an act to au- 
thorize increases in wages for certain employes of the Alaska 
Railroad for service rendered from Sept. 1, 1941, to Dec. 31, 
1941, inclusive, and H. R. 7336, an act to permit the re- 
employment of persons retired under the Alaska Railroad re- 
tirement act. 


I. C. C. WORKING 6-DAY WEEK 

Effective Dec. 26, the Commission, as well as other gov- 
ernment agencies, went on a 48-hour week under the increased 
pay act passed by Congress. Thus, the Commission’s offices 
remain open on Saturdays the same as other days, from 8:30 
a.m. to 5:15 p.m. Heretofore, its offices opened at 8:30 a. m. 
and closed at 12:30 p. m. on Saturdays. The release periods 
are the same as on other weekdays, 9:30 a. m., 12 noon, and 
4 p. m. 
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Air Transportation 





Air Transport Regulation 


Chairman Lea, of the House interstate and foreign com- 
merce committee, in an extension of his remarks in the Con- 
gressional Record has stated that an aviation subcommittee of 
the committee he heads plans to hold hearings in “the early 
part” of 1943 on proposed changes in laws affecting civil avia- 
tion. He discussed the growth of the air carrier industry and 
its prospects for the future, and listed 17 questions that, in his 
opinion, merited consideration at the hearings. 

In the four years since the civil aeronautics act had be- 
come a law, he said, both civil and military aviation had grown 
by leaps and bounds. He called the developments in speed, 
safety, load-carrying capacity and range of operations “mar- 
velous accomplishments” and said they forecast the future of 
civil aviation and more definitely defined the airplane’s import- 
ance as a part of the transportation system of the United States 
and the world. He added that within a recent 12-month period 
domestic air lines took in revenue of about $105,000,000, over 
$4,000,000 of which was from cargo carriage and $75,000,000 
from passenger service. 

After pointing to the role of air transportation in the 
present war, Mr. Lea said: 


The superiority of air transportation, under circumstances where 
there is no practical substitute method, or where time is the essential 
consideration, places the airplane in such services out of the competitive 
picture with surface systems of transportation. 

Where surface transportation is available and the time element 


does not predominate, surface transportation pretty much holds the 
field. 


The rails carry commodities in carload shipments for an average 
of less than 1 cent per ton-mile. That is the cheapest rail transporta- 
tion in the world. For less-than-carload shipments, the rate is probably 
over 7 cents per ton-mile. Trucks ordinarily carry freight for 3 or 4 
cents a ton-mile. Ocean transportation under normal conditions is ma- 
terially less than carload freight rates. Inland water transportation 
for certain commodities is materially under lands transportation rates. 

Air transportation is rapidly advancing in economy and efficiency, 
but its present cost has been estimated from 15 to 20 cents per ton-mile. 
It is not improbable that after the war, peacetime conditions within a 


reasonable period will reduce air transportation to, say 10 cents per 
ton-mile. 


Every reduction in the cost of air transportation broadens the field 
of traffic for which the airplane can economically compete. These de- 
velopments, past and prospective, emphasize the airplane as an im- 
portant part of our transportation system. 


Looking to post-war development of the aviation industry, 
Mr. Lea said that ‘‘our study of the matter convinces us that 
careful consideration must be given to proposed amendments 
to the civil aeronautics act, particularly with respect to com- 
mercial operations,” so as to give the industry “a firmer founda- 
tion.” 

“For many years,” he said, “aviation suffered from con- 
flicting, multiplied, and divided control by government agencies. 
That mistake must not be repeated. Civil aviation must be 
properly fitted into the transportation system of the country. 

For many years, we had some transportation agencies 
regulated, some unregulated, some by one agency, some by 
another, and frequently divided authority. Separate agencies 
of control regard themselves as more or less the handmaids or 
special advocates of the functions over which they have juris- 
diction. Regulatory laws were passed with a result that in 
many cases we had improvident and inconsistent regulation of 
transportation agencies. This was detrimental to the country. 
It is largely responsible for the difficulties and inequalities of 
the rate structure today.” 

Mr. Lea observed that his committee had placed every 
common carrier service in interstate commerce under its juris- 
diction as the legislative regulatory body. He said the com- 
mittee’s policy had been to coordinate the different transporta- 
tion agencies with a view of doing justice to each and with the 
final purpose of giving to each, so far as practicable, the class 
of traffic it was best qualified to perform for the benefit of 
the country. 

“In other words,” he said, ‘the plans look toward unifica- 
tion of legislative control, coordination of agencies in the inter- 
est of giving the public better service and protecting each 
agency in that service for which it is best qualified.” 


Civil aviation, as a new industry dependent on encourage- 
ment and promotion, had been placed under a separate regula- 
tory body because of those promotion features, said Mr. Lea. 
With advancement of the industry, the promotional features 
would diminish and its transportation importance would in- 
crease, he added. He said the present general plan of exercising 
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regulatory authority took care of both those features. Wartime 
advances of the industry, among other things, underlined “the 
paramount importance of dealing with civil aviation on a na- 
tional basis,” he said. 


Mr. Lea said that, without attempting to exclude the con- 
sideration of other subjects, he submitted the following as 
material for study in the subcommittee hearings: 


First, Should the federal government extend to the constitutional 
limit its power to regulate both the safety and the economics of com- 
merce by air? 

It is felt that the federal government may constitutionally exercise 
jurisdiction throughout the entire navigable air space. 

Second. So far as economics regulation of air commerce is con- 
cerned, the civil aeronautics act is limtied to common-carrier operations 
and the transportation of mail. Should such regulation be extended to 
cover contract carriers, in order to avoid cutthroat competition and to 
promote sound development? 

Third. Should provision be made for certificates of convenience 
and necessity, under special regulations, for feeder air lines as dis- 
tinguished from the principal trunk lines? 

Fourth. Should the federal government be given the power to con- 
trol the height of structures adjacent to airports used in air commerce? 
And if so, under what conditions? 

Airport zoning is rapidly becoming a critical problem and it may be 
that not only federal coordination of state and municipal zoning in this 
respect is necessary, but also that direct federal action in some cases 
is required. Unless this problem is solved, it is likely many millions 
of federal investments in airport and airway facilities will be impaired, 
and our military, as well as civil, aviation may suffer. 

Fifth. Should federal action be taken to avoid the dangers of mul- 
tiple taxation of air-transport enterprise and to minimize the growth 
of interstate impediments to commerce which have appeared elsewhere? 

There is little doubt this subject is of pressing moment to the 
sound growth of the aviation industry. 

Sixth. Should there be a federal statute defining the liability of 
air carriers to passengers and shippers and to persons on the ground 
in the event of personal injury or damage to property? 

A statutory change in the standard of liability, if coupled with 
proper limitations on liability, might prove of value to both the carriers 
and the traveling public. 

Seventh. Should federal legislation be adopted which will specify 
which law will govern in the event of injury or death of air-carrier em- 
ployes ? 

Conflicts of laws create problems of uncertainty which may be dis- 
pelled by a statutory determination of which state law will be con- 
trolling. 

Eighth. Should insurance be required of air carriers? 

Ninth. Should the federal government exercise control over aviation 
insurance? 

Tenth. Is federal incorporation of air-transport companies, par- 
ticularly in the case of cargo operations, desirable in order to facilitate 
operations, regulation, and development? 

Eleventh. Should aircraft operators be exempted from federal gas- 
oline taxes? 

Many states have made such provision in the case of state taxes. 
Gasoline taxes, designed for surface automotive operations, impose a 
high cost on aviation where gas consumption is relatively so much 
greater than for surface transportation. 

Twelfth. Should there be a greater measure of federal encourage- 
ment of private flying, aviation education, and aviation vocational 
training? 

It is said that such a policy has proven of great advantage in some 
other countries. Great credit is due to the framers of our civilian pilot 
training act; but there is still the question as to whether we should not 
go further along these lines. 

Thirteenth. Should there be a more coherent and stable long-range 
program of airport construction? 

Our airway-construction program has proven of great value as in- 
spired by the urgency and necessity of war. Consideration may well be 
given to the adaptation of our policy to plans which will assure proper 
maintenance and development after the war. 

Fourteenth. Should the pilot and co-pilots of a passenger airplane 
be given powers with respect to the conduct of their passengers to 
preserve peace, order, and safety comparable to the powers exercised 
by the captain of a vessel? 

Fifteenth. Should the regulation of rates affected by the civil 
aeronautics act for foreign air transportation be extended in any way? 

At the present time such rate regulation is limited to the reuire- 
ment that tariffs be filed and adhered to, with power in the Civil Aero- 
nautics Board to require the elimination of unreasonable discriminations. 
Otherwise, however, air carriers in foreign air transportation are under 
no duty to provide reasonable service at reasonable rates. 

Sixteenth. Should limitations be placed on present free-pass privi- 
leges? 

Seventeenth. Is it necessary or desirable that the duty of the 
Civil Aeronautics Board to grant rehearings on its decisions be more 
clearly defined? 

The committee will also give consideration to all recommendations 
of legislation which may be proposed by the Civil Aeronautics Board 
in its next annual report. 

The committee will endeavor to deal with these and other proposals 
in a way which will serve the betterment of civil aviation so far as is 
consistent with the public interest. 


WESTERN AIR LINES APPLICATIONS 


Western Air Lines, Inc., has filed applications with the 
Civil Aeronautics Board for authority to transport persons, 
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Do You Need More Capital 
to Speed Up Production? 


Contractors, sub-contractors and other manufac- 
turers may obtain added working capital through 
the “Tidewater Method” of inventory financing. 


Your own bank will lend from 50% to 80% on raw 
materials and finished products. Goods remain on 
your own premises and may be drawn upon as 
needed. Write for particulars. 
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Scarcity of indispensable metals 
and other substances is but one of 
many limitations encountered in 
America’s gigantic production 
effort. Space, too, is at a premium. 
For, at some stage in their flow 
from source to destination, all the 
products of Nature and of man 
must be stored and safeguarded 
for various periods of time. 
Where can space be found for 
the trainloads and shiploads and 
truckloads of goods that are cease- 
lessly pouring into the great dis- 
tributing centers for warehousing 
and transhipment? That is a 
problem which the Chain of 
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r Everywhere else one is held down by ceilings 


and encompassed by walls or other limitations 


Inland Warehouses is striving 
earnestly to solve. 

Chain members are meeting 
this newchallenge as a great oppor- 
tunity to perform a national ser- 
vice. As greater and more insistent 
demands arise, they will endeavor 
to respond with every resource at 
their command. 

You can be certain that every 
effort is being made to meet both 
the requirements of Government 
and of private enterprise. Cus- 
tomers may rest assured that each 
of the several members of the 
Chain will continue to cooper- 
ate as fully as circumstances 


enon permit. 


TIDEWATER 


TERMINALS 
AND INLAND 
WAREHOUSES 


The Chain of Tidewater Terminals 
AND INLAND WAREHOUSES 


WALTER B. McKINNEY, President + Broad Street Station Bldg., Philadelphia, Pa. 





NEW YORK OFFICE: 17 State Street 






MERCHANTS WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 
George M. Richardson, Vice-President 


BAYWAY TERMINAL CORPORATION 
(operated by Lincoln Tidewater Terminals) 
Bayway (Elizabeth), New Jersey 

R. S. McElroy, V. P. & Gen. Mgr. 


NORFOLK TIDEWATER TERMINALS 
Norfolk, Virginia 
James A. Moore, Vice-President 
and General Manager 


LINCOLN TIDEWATER TERMINALS 
17 State Street, New York, N. Y. 
Arthur Link, Vice-President 


KEYSTONE WAREHOUSE COMPANY 


Seneca and Hamburg Sts., Buffalo, N. Y. 


W. J. Bishop, Vice-President 
and General Manager 


CHICAGO OFFICE: 1646 Transportation Bldg. 
SEATTLE OFFICE: 632 Skinner Bldg. 





NEWARK TIDEWATER TERMINAL, INC. 


Port Street, Newark, New Jersey 
J. A. Lehman, Vice-President 
and General Manager 


MERCHANTS WAREHOUSE COMPANY 
453 Commercial St., Boston, Massachusetts 
T. W. Haskell, Manager 


BOSTON TIDEWATER TERMINAL, INC. 
666 Summer St., Boston, Massachusetts 
T. W. Haskell, Vice-President 
and General Manager 
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property and mail by air over the following routes or circuits, 
with docket numbers of the applications assigned as indicated: 


No. 816, from and to the terminal point Los Angeles, Calif., via 
Santa Paula, Taft, Bakersfield, San Luis Obispo, Santa Maria, Santa 
Barbara and Ventura, Calif.; No. 817, from and to the terminal point 
Great Falls, Mont., via Helena, Butte, Dillon, Bozeman, Livingston, 
Billings, Miles City, Glendive, Sidney, Glasgow, Havre and Lewis- 
town, Mont.; No. 818, from and to Pocatello, Ida., via Burley, Twin 
Falls, Boise, Nampa, Ketchum, Idaho Falls, Malad City, Preston and 
Montpelier, Ida.; No. 819, between Las Vegas, Nev., and Douglas, Ariz., 
via Boulder City, Kingman, Williams, Prescott, Phoenix, Tucson and 
Nogales, Ariz.; No. 820, from and to Great Falls, Mont., via Conrad, 
Shelby, Cut Bank and Kalispell, Mont., Coeur d’Alene, Ida., Spokane, 
Pullman and Walla Walla, Wash., Lewiston, Ida., and Missoula, Butte 
and Helena, Mont.; No. 821, from and to Los Angeles, Calif., via San 
Bernardino and Indio, Calif., Yuma, Ariz., El] Centro, San Diego, Ocean- 
side, Santa Ana, and Long Beach, Calif.; No. 822, between Salt Lake 
City, Utah, and Las Vegas, Nev., via Provo, Richfield, Milford, Cedar 
City and St. George, Utah; No. 823, (a) between Salt Lake City, Utah, 
and Preston, Ida., via Ogden, Brigham and Logan, Utah; (b) between 
Salt Lake City and Denver, Colo., via Provo and Price, Utah, and Grand 
Junction, Colo. 


In an application docketed as No. 825, Western Air Lines, 
Inc., asks authority for air transportation on a route from and 
to Las Vegas, Nev., serving Tonopah, Carson City, Reno, Fallon, 
Austin and Ely, Nev., as intermediate points. 


OCTOBER AIR EXPRESS FIGURES 

The air express division of the Railway Express Agency 
reports that pounds of air express carried in October, 1942, 
broke records for the eighth consecutive month. The total was 
2,357,094 pounds, 123 per cent over October, 1941. Much of 
the increase was in the average weight for each shipment. The 
total number of shipments was 129,396, only 8.9 per cent over 
October, 1941. Gross revenues were up 142 per cent over the 
same month last year. Combination air-rail shipments in- 
creased 32 per cent. 


AIRCRAFT PRODUCTION 


Chairman Nelson, of the War Production Board, said in 
a report on war production for November that in that month 
18 per cent more airplanes were accepted by the army and 
navy than in October. He stated that the increase was ac- 
counted for, in part, by the fact that many acceptances were 
of planes actually completed in October but not delivered until 
November. The output of medium bombers and smaller trans- 
port planes “leaped forward,” he said. 

“From now on,” he added, deliveries of airplanes should 
increase considerably from month to month, as new plants 
come into operation and progress is made in production and 
material scheduling.” 


CARGO PLANE PRODUCTION 


The War Department has announced approval of a con- 
tract between the Army Air Forces and Andrew J. Higgins, 
of New Orleans, under which Mr. Higgins will construct a 
large number of cargo carrying airplanes. 

The contract, entered into at the Army Air Forces Material 
Center, Wright Field, Dayton, O., has been approved by Under 
Secretary of War Robert P. Patterson. It is on a cost-plus- 
fixed-fee basis, the terms of which are not announced. The total 
outlay will involve more than $5,000,000. 

The new planes will be built largely of non-strategic 
—— but capacity and expected performance were not 

isclosed. 


ANTI-TRUST IN AIR CARRIER CASE 


The anti-trust division of the Department of Justice has 
filed a petition with the Civil Aeronautics Board for leave to 
intervene in No. 744, a complaint of W. R. Grace & Co., of 
New York City, against Pan American Airways Corporation. 

In that complaint, in the form of a letter to the board and 
a statement of facts in support of the allegations made in the 
letter, D. S. Iglehart, president of W. R. Grace & Co., had 
stated that his company and Pan American Airways Corpora- 
tion in 1928 had formed the Peruvian Airways Corporation, 
which later had become Pan American-Grace Airways, Inc., 
now commonly known as Panagra. Pan American Airways Cor- 
poration and W. R. Grace & Co. each owned 50 per cent of 
the stock of Panagra and each was represented by four mem- 
bers on the board of directors of Panagra, said Mr. Iglehart. 
He alleged that Pan American Airways Corporation had exer- 
cised negative control over Panagra and had blocked efforts 
of Panagra to operate as an independent enterprise and to ex- 
tend its service, now embracing many points in Central Amer- 
ica and South America, to a terminal point in the United 
States. 

The petition by the anti-trust division cited the complaint 
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by W. R. Grace & Co. that the ability of Panagra ‘‘as an inde- 
pendent air carrier to fulfill its obligations to the public and to 
the governments of the United States and the eight South 
American republics which it serves” was being suppressed and 
its growth restricted by the Pan American Airways Corpora- 
tion. The anti-trust division said it was informed that Pan 
American Airways Corporation, its officers and directors, and 
others, had conspired “through divers ways and means” to im- 
pede, obstruct and stifle the efforts of Panagra to expand and 
thereby to compete effectively with Pan American Airways 
Corporation. j 

In his letter, Mr. Iglehart asked the board to require Pan 
American Airways Corporation to cease and desist from the 
activities complained of and to divest itself of its ownership 
of stock in Panagra to the extent necessary to divest itself of 
its negative control. He asked, further, that the board amend 
Panagra’s certificate so as to name a point within the United 
States as a terminal of a Panagra route. 


BRANIFF AIRWAYS ROUTE EXTENSION 


The Civil Aeronautics Board has amended the certificate 
of Braniff Airways, Inc., for its route No. 50 so as to authorize 
air transportation of persons, property and mail from San 
Antonio, Tex., to Laredo, Tex. The board said route No. 50 
extended from Houston, Tex., to San Antonio and Corpus 
Christi, Tex. Under terms of its order, the service on the ex- 
tension to Laredo will not become effective until the board has 
advised the air line that the national defense no longer requires 
a delay in the inauguration of the new service. At such time, 
it said, connections might be made at Nuevo Laredo, Mexico, 
across the Rio Grande River from Laredo, with Cia Mexicana 
Airlines for Monterey and Mexico City, Mexico. 


Revenue Traffic Statistics 


Revenue tons carried one mile by Class I steam railways, 
exclusive of switching and terminal companies, totaled 58,155,- 
496,000 for September as compared with 44,309,297,000 for 
September last year, and 463,894,249,000 for the nine months 
ended with September as against 343,383,504,000 for the same 
period last year, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of revenue traffic 
statistics of those roads, statement M-220. 

Revenue tons carried amounted to 261,547,145 for Septem- 
ber as compared with 217,923,925 tons for September last year, 
and the freight revenues for the respective periods were 
$547,025,982 and $411,379,978. For the nine months ended with 
September, revenue tons carried were 2,069,775,403 and freight 
revenues were $4,292,564,542 as compared with 1,667,963,388 
tons and $3,229,891,090, respectively, for the like period last 
year. 

Revenue passengers carried for September totaled 61,553,- 
015 and the passenger revenue was $104,909,738 compared with 
41,812,570 revenue passengers carried and revenues of $43,491,- 
571 for September last year. For the nine months ended with 
September the number of revenue passengers carried was 
478,439,337 and the passenger revenue was $692,765,468 as 
against 361,162,296 passengers and $378,035,697 in revenues for 
the corresponding period last year. 

Freight traffic averages for September this year as com- 
pared with September last year were set forth in the com- 
pilation, respectively, as follows: 

Miles a revenue ton a road, 222.4 and 203.3; revenue by 
the ton mile, 0.941 cents and 0.928 cents; and revenue a ton by 
the road, $2.09 and $1.89. 

For the nine months ended with September as compared 
with the like period last year, respectively, the freight traffic 
averages were: 

Miles a revenue ton a road, 224.1 and 205.9; revenue by 
the ton mile, 0.925 cents and 0.941 cents; and revenue a ton 
by the road, $2.07 and $1.94. 


ARMY TRANSPORTATION CORPS 


Robert L. Schulz, of Chicago, formerly traffic manager of 
Johnson & Johnson, and director of transportation at the Oak 
Ordnance Plant, a subsidiary, has been commissioned a captain 
in the transportation corps, army of the United States, and has 
been assigned to the office of the chief of transportation, U. S. 
Army, Washington, D. C. Capt. Schulz was associated as a 
civilian with Col. William J. Williamson, chief of the traffic 
control division, transportation corps, in the period in which 
traffic and transportation experts were recruited and organized 
to effect smooth flow of war materials and lend-lease supplies 
within the continental limits of the United States. He will have 
duties connected with field transportation offices that provide 
the transportation corps with immediate knowledge and control 
of all traffic movement. 
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0. D. T. Order Interpretation 


The Office of Defense Transportation’s ban on special de- 
liveries does not apply to local common carriers engaged only 
in call-on-demand service, Jack Garrett Scott, general counsel 
of the O. D. T., has stated in an interpretation of general or- 
der O. D. T. No. 6. 

The ban on special deliveries, said the O. D. T., was de- 
signed to prevent carriers making “luxury service” trips in 
addition to the trips made in the course of their regularly sched- 
uled delivery services, but was not designed to interfere with 
the operations of carriers not engaged in such services. 

Mr. Scott’s interpretation follows: 


Question 1: Paragraph (a) of section 501.32 of general order O. D. T. 
6, as amended, regulating local common carriers by rubbertired vehicle 
provides: ‘‘** * * no person shall cause to be made by vehicle and no 
local carrier shall make: (a) any special deliveries except * * *.’’ Is 
this prohibition applicable to a local common carrier who provides 
only call-on-demand service? Decision: 

No. In section 501.31 (d) of the order ‘‘special delivery’’ is de- 
fined as ‘‘a delivery by vehicle made at the special instance or request 
of a particular person other than as a part of a regular scheduled 
delivery service.’’ This definition presupposes the maintenance or 
furnishing by a local common carrier of regular scheduled delivery 
service by which a particular person, shipper or customer, may be 
served. If the carrier provides no such a service, or, if providing it the 


» particular person, customer or shipper, is so located that he cannot 


be served thereby, a delivery to him is not a special delivery and is 
not prohibited by the order. 

Question 2: May a customer or shipper who has employed the 
services of one local common carrier to make a delivery between two 
points employ the services of a second such carrier to make a subse- 
quent delivery on the same day between the same point of origin and 
the same point of destination? Decision: No. Section 501.32 provides 
that ‘‘* * * no person shall cause to be made by vehicle and no local 
carrier shall make: * * * (c) more than one delivery between any one 
point of origin and any one point of destination in any one calendar 
day, except: * * *.’’ Under this provision a customer or shipper is 
clearly prohibited from causing to be made by the vehicles of local 
common carriers more than one delivery on the same day between the 
same point of origin and the same point of destination, regardless of 
whether the deliveries are made by the same local common carrier 
or each is made by a different local common carrier. 

Question 3: May a local common carrier maintain or furnish more 
than one regular scheduled delivery service a day over the same 
routes? Decision: Yes. However, by reason of the provisions of 
section 501.32 (c) such carrier may not, in maintaining or furnishing 
such service, make more than one delivery on the same day between 
the same point of origin and the same point of destination, excepting 


such special deliveries as are not prohibited by section 501.32 (a) of 
the order. 





| Curtailment of Travel 


It had become apparent that travel conservation must be 


» accomplished wherever possible and that “palliatives’” such 


as mid-week travel and avoiding travel on holidays would not 
suffice, said Director Eastman, of the O. D. T., in a telegram 
in which he asked the furniture industry to cancel all sales 
shows and furniture marts. In announcing this action by Direc- 
tor Eastman, the O. D. T. said that his request had the support 
of the furniture section of the War Production Board. The 
telegram was sent to the American Furniture Mart, Chicago; 
the Merchandise Mart, Chicago; the Western Furniture Ex- 
change and Merchandise Mart, San Francisco; the Grand Rap- 
ids Furniture Exposition Association; the New York Furniture 
Mart; the Jamestown Furniture Mart; the National Retail Fur- 
niture Association, of Washington, D. C., and several individual 
furniture dealers. 

Traffic officials of railroads and bus companies in all parts 
of the country had reported to the Office of Defense Transpor- 
tation that efforts of the O. D. T. and the carriers to discourage 
non-essential civilian travel were widely effective in curtailing 
unnecessary travel over the Christmas holiday period, the 
O. D. T. announced Dec. 30. Continuing, it said: 


Reports were received from 18 railroad systems, the Pullman Com- 
pany, major motor bus operators, and regional bus traffic associations. 
The railroads stated, without exception, that they had been able to ac- 
commodate men of the armed forces on furlough. In general, all civil- 
lan traffic also was accommodated, although a number of roads re- 
ported some trains loaded beyond seating capacity. One carrier reported 
that in three instances on its lines overcrowding forced passengers to 
wait for later trains. The bus companies reported that they were able 
to handle all traffic offered, military and civilian. 

While the total volume of Christmas holiday traffic on the rail- 
roads apparently fell below that of the Labor Day week-end, it gen- 
erally exceeded that of Christmas, 1941. Heavy furlough traffic was 
Mainly responsible for the increase. Several of the reports stated spe- 


cifically that civilian traffic was less than expected or substantially be- 
low normal. 


Commentine on the reports, Director Eastman commended 
the way in which the public had cooperated to assure transpor- 
tation for men in uniform and to ease the strain on rail and 
bus carriers at an especially difficult period. 
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“At the same time,’’ Mr. Eastman said, “I must remind the 
traveling public that their cooperation in avoiding unnecessary 
trips will be needed for the duration. Military travel and nec- 
essary business travel will grow heavier as the war continues. 
It will thus be more necessary than ever for the public to as- 
sist the carriers to perform that preferential service by con- 
tinuing voluntarily to avoid at all times any travel for which 
there is not a real need.” 

In its statement the O. D. T. said: 


Christmas rail travel was predominantly coach travel, most roads 
reporting operation of all available coach equipment. The Pullman Com- 
pany stated, on the other hand, that Pullman travel*ewas less than at 
Christmas, 1941, and not much above that of the pre-holiday period. 
It said very few extra Pullman cars were needed in territory normally 
requiring hundreds of extra cars to accommodate holiday traffic. 

Several railroads reported that the ‘‘Don’t Travel’’ campaign in- 
fluenced many civilians taking holiday trips to leave well in advance 
of the peak travel days, thus spreading the load of holiday traffic over 
a longer period. Railroad officials reporting to the O. D. T. noted the 
wide extent of public cooperation in the campaign, as evidenced not 
only by reduced civilian travel but by absence of complaints over 
crowded conditions on the part of those who did travel. The passenger 
traffic manager of one railroad reported receiving many apologies 
from civilian passengers, with explanations of why it was necessary for 
them to travel during the holiday period. 

A cross-section of the reports to O. D. T. from motor bus officials 
indicates that Christmas holiday travel by bus was below expectations 
and below the level of previous holidays. While short-haul traffic in- 
creased, long-haul traffic decreased and there was a substantial reduc- 
tion in the number of extra bus sections operated. Christmas bus traf- 
fic was handled with less difficulty than in previous years, and ap- 
parently without serious congestion at any point. 


0. D. T. Capacity Loading Order 


First reports on operation of general order O. D. T. No. 
18, establishing minimum limits for loading of carload freight, 
indicate that application of the order is resulting in substantial 
savings of cars and motive power, according to the O. D. T. 

General order No. 18, which became effective November 1, 
requires civilian freight shipped in carload lots to be loaded, 
with certain exceptions, to the full visible capacity of the car 
or to its marked weight capacity. In November, as compared 
with October, there were increases in average weight of loads 
per car, for several commodities, ranging from 14 to over 22 per 
cent, according to reports received by the O. D. T. 

“Two large steel companies reported,” the O. D. T. said, 
“they had increased loadings in November, over October, from 
44.8 to 49.9 tons a car in one case and from 48.2 to 54.3 tons 
in the other case. Florida citrus fruits showed a 22% per 
cent increase in average loadings per car. Three feed mills in 
the middle west raised the average weight of their loadings 
from 60,333 to 68,925 pounds, a gain of 14.2 per cent.” 

O. D. T. officials said that if carload freight movements 
as a whole showed an increase in weight of loadings averaging 
as high as 15 per cent, there would be a resultant saving of 
possibly 75,000 freight cars weekly, with proportionate savings 
of motive power. The officials stressed the savings of motive 
power and the relief afforded heavily taxed terminal facilities. 
They added that the car savings, while important from the 
standpoint of conserving equipment, were secondary, since the 
car situation was not immediately critical. 

The O. D. T. summary of the effect of general order No. 
18 continued as follows: 


Loadings of carload freight have been increasing steadily for 
several years. The average of tons per car, for all carload traffic 
in the United States, rose from 35.8 tons in 1938 to 36.8 tons in 1939, 
37.7 tons in 1940, and 38.2 tons in 1941. In the second quarter of 1942 
a new high record of 40.6 tons was achieved. 

General order No. 18 was issued largely for the purpose of re- 
inforcing this favorable trend. Some shippers had been unable to load 
cars to capacity without yielding a competitive advantage to others 
shipping the same commodity more frequently in smaller carload lots. 
General order No. 18 was intended to eliminate such situations by 
requiring competitors to conform to uniform shipping practices. 


The O. D. T. said that while the great majority of shippers 
voluntarily was complying fully with the terms of the order, 
some were attempting to take undue advantage of exceptions 
or were applying for special permits, in order to continue 
practices against which the order was aimed. The order might 
cause serious inconvenience in some instances, O. D. T. officials 
said, but, they added, it was an essential war measure. They 
called for full cooperation in its observance as an aid to max- 
imum utilization of railroad facilities. 


VIRGINIA RECIPROCITY AGREEMENT 


A reciprocity agreement, with respect to motor vehicles, 
which Virginia will offer to other states under new legislation 
effective Jan. 1, was the subject of an informal conference in 
the O. D. T. offices, in which representatives of Virginia met 
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with those of Maryland (speaking also of Delaware), District 
of Columbia, and of the War and Navy Departments. 

_ Virginia remained adamant on the three principal points 
at issue. The main bone of contention was the provision in 
the agreement that “all motor vehicles operated for compensa- 
tion shall register with the Virginia State Corporation Com- 
mission and secure an identification tag, paying the required 
$1.00 for each vehicle.” The forms provided for registration 
require detailed information concerning operations of the 
carrier, and Virginia has further required that registering 
carriers designate agents for service in Virginia. Thus, Virginia 
will be in position to enforce the two additional features of the 
agreement which were objected to by the other states: Col- 
lection of 2 per cent on the gross receipts of all carriers earned 
while operating in Virginia, and purchase by carriers of fuel, 
in Virginia, sufficient to cover the mileage traveled in that state. 

While the assessment of 2 per cent has been in effect with 
reference to common carriers since 1932, the state has not 
been completely successful in collecting it. The new agreement 
extends the assessment to cover contract carriers as well as 
common carriers. 

_Although asked by the War Department to recede from 
their position, in the interests of the war effort, Virginia repre- 
sentatives said the state was doing as much as possible, and 
would leave it up to Director Eastman to issue a recommenda- 
tion on the basis of written statements from the objecting 
states, setting forth their opinions. 


Rail-Truck Coordination 


The legal department of the Association of American Pail- 
roads has prepared a memorandum in which question is raised 
as to the power of Director Eastman, of the Office of Defense 
Transportation, to issue an order prescribing the charges at 
which railroads would be required to carry freight diverted to 
them by trucks, to effect conservation of rail and truck trans- 
portation. 

The memorandum relates to the proposed rail-truck coordi- 
nation order under consideration in the O. D. T. (see Traffic 
World, Dec. 19, p. 1473). The proposed order provides that, 
except as otherwise may be provided by agreement between 
the interested common motor carriers andthe railroads, or as 
prescribed by competent federal or state governmental author- 
ity, the railroad to which such shipments are diverted shall re- 
ceive, as compensation for that part of the transportation serv- 
ice performed by it, ....cents a net ton mile. 

Director Eastman, in his address before the National In- 
dustrial Traffic League at New York Nov. 19 (see Traffic 
World, Nov. 21, p. 1239), said the railroads were opposed to 
proposals under consideration with a view to effecting con- 
servation of rail and truck transportation. 

The railroads are opposed to the “rate-making”’ clause in 
the proposed as well as to other provisions. Whether or not 
they will challenge the legality of such an order, if issued by 
the O. D. T., has not. been determined, it is said. 

“A. A. R. officials asserted the memorandum on the proposed 
order had not been and would not be made public by them. 

The memorandum, it is understood, rests on the contention 
that the executive order creating the office of Director of the 
O. D. T. does not authorize him to issue an order with provi- 
sions in it such as those in the proposed order. 


CAPACITY LOADING OF BUSSES 


An amendment to general order O. D. T. No. 11, governing 
inter-city bus operations, requiring inter-city busses to be loaded 
to capacity, where passengers are available, has been issued by 
Director Eastman, effective Jan. 1. It was explained that the 
order was necessary to enable bus operators in certain states 
to load to capacity despite state or local regulations preventing 
such loading. The order contains maximum weight specifications 
designed to prevent the loading of busses beyond reasonable 
capacity. The order, it was said, would eliminate waste of tires, 
fuel and equipment. 


TRUCK JOINT ACTION PLAN 


The Office of Defense Transportation has announced ap- 
proval of a joint action plan of 17 Chicago retail coal dealers. 
It said the plan would save about 135,000 truck miles annually 
in the delivery operations of its participants. One of the prin- 
cipal provisions of the plan, it said, was that members might 
“deliver coal from each others’ yards and use each others’ 
yard services and trucks for the purpose of reducing cross- 
hauling.” 


©. D. T. EXEMPTION FROM TARIFF FILING 
The Office of Defense Transportation has relieved the In- 
ternational-Great Northern Railroad and the Texas & New 
Orleans Railroad from tariff filing and publishing requirements 
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with respect to the shuttle passenger service those roads are 
operating between Houston, Tex., and the Houston Shipbuilding 
Corporation plant near Deepwater. é 

The daily service for war workers at that plant, said the 
O. D. T., was not a common carrier arrangement, but was pro- 
vided for by a private contract that made the filing and pub- 
lishing of tariffs unnecessary. The O. D. T. dealt with the 
situation by issuing its special order R-3, revised, effective 
December 24. 


CONTROL OF EXPORTS AND IMPORTS 


The Office of Exports, Board of Economic Warfare, has | 
issued current export bulletin No. 61 dealing with forms for | 
applications for export licenses and for freight space; general — 
in transit licenses; destinations of exportations under certain — 
general licenses; shipping priority ratings; personal baggage; — 
ship stores, supplies, equipment, and bunker fuel, and general | 


license changes. 


Oo. D. T. EXPORT FREIGHT PERMITS 


Under provisions of its general permit O. D. T. 16-1, the | 
exemption of export freight consigned to navy supply officers | 
or supply depots from provisions of the O. D. T. general order | 
requiring permits for movements from inland points to port — 
areas of government or commercial freight destined for export 
has been continued until January 15, the O. D. T. has announced | 


(see Traffic World, Dec. 26, p. 1517). Previously, the exemption / 


had been rescinded, effective Dec. 21. General permit O. D. T. 
16-1 became effective Dec. 24, according to the O. D. T. an- 
nouncement of extension of the exemption, issued Dec. 28. 


oO. D. T. PUERTO RICO ORDERS 


Director Eastman, of the O. D. T., has issued six orders | 
applying to rubber tired vehicles in Puerto Rico. The orders, | 


effective Jan. 15, apply to the operation of trucks, taxicabs and 


passenger carriers, and impose a limitation on speed for all © 


motor vehicles as a rubber conservation measure. 
are Nos. to 42, inclusive. 


EASTMAN TO SPEAK AT CHICAGO LUNCHEON 


Director Eastman, of the O. D. T., will speak on “What 
Industry Must Do to Help Prevent a Transportation Short- 


age,” at a luncheon of the Chicago Association of Commerce | 


at the Palmer House, January 6. 


TRUCK INFORMATION OFFICES 


Joint information offices, to serve as clearing houses for 
information from motor carriers on available trucks and ship- 
ments, have been established at Birmingham, Ala., Pueblo, 
Colo., and Nashville, Tenn., the Office of Defense Transporta- 
tion has announced. According to the O. D. T., Sid B. Jones 
is manager of the Birmingham office, in the Comer building; 
Esther M. Santmyer is manager of the Pueblo office, at 211 
West Fifth Street, and Mrs. Loretta B. Hickey is manager of 
the Nashville office, at 619 Fourth Avenue, South. 


MOTOR CARRIERS’ CREDIT CARDS 


Issuance of an order by his office to eliminate the use of 
gasoline courtesy credit cards (see Traffic World, December 26) 
was under consideration and such action had been requested 
by the oil companies, principally as a means to save manpower 
required for the bookkeeping involved in handling the credit 
card business, said Petroleum Administrator Ickes at a press 
conference, in answering an inquiry about: reports that such an 
order had been prepared. 

“Frankly, I haven’t made up my mind on it yet,” he said. 

It cost the oil companies about a cent a gallon to operate 
the credit card system, Mr. Ickes stated. He observed that 
under present conditions the oil dealers had less gasoline to 
sell, that their profits on gasoline consequently were reduced, 
and that he considered the expense for handling credit cards 
“unwarranted at a time like this.” 


PETROLEUM TRANSPORTATION 


The orders © 
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In the week ended Dec, 19, the average daily rail tank car | 
movement of oil to the east coast area designated by the oil | 


industry as district No. 1 amounted to 744,023 barrels a day, 


compared with 736,099 barrels a day in the preceding week, 3 
an increase of approximately 1 per cent, Petroleum Adminis- — 
trator Ickes reported. He said 68,708 tank cars were in serv- 


ice in the week ended Dec 19. 
Mr. Ickes told newspapermen at a press conference that 
the 24-inch pipeline from Longview, Tex., to Norris City, Ill., 


would be in operatiton about Feb. 1 and that about 100,000 | 
barrels of oil a day would be delivered to the midwest by that — 


line at the start. 


Daily tank car shipments of crude oil and petroleum | 


products to the east coast area the week ended Dec. 19 were 
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744,023 barrels as against 736,099 barrels for the previous week, 
according to the Petroleum Administration for War. 

“A great burden was thrown on tank cars, due to the clos- 
ing of the New York State Barge Canal and the halting of 
navigation on the Great Lakes,” said Acting Deputy Ad- 
ministrator Robert E. Allen. 

“An emergency pipeline link between Tiffin and Akron, O., 
is scheduled for completion December 31 and will permit the 
movement of approximately 15,000 barrels daily of petroleum 
products to the Atlantic seaboard states. In addition, this 
pipeline link will release tank cars now shuttling between those 
two Ohio points. 

“By increasing the throughput of reversed pipelines, petro- 
leum products moving to the east coast were increased by 
approximately 8,000 barrels daily during the last week.” 


Eastern Tank Cars “Frozen” 


The Traffic World Washington Bureau 


The Office of Defense Transportation announced Decem- 
ber 29 that it had frozen in eastern petroleum service all tank 
cars operating in that service on and after December 29 in its 
campaign to increase by 20 per cent the petroleum moving 
to the east by rail. The action, affecting nearly one-half of 
the nation’s 143,000 tank cars, it was stated, was designed to 
maintain the capacity of the fleet serving the east at the max- 
imum gallonage consistent with efficient handling by carriers, 
shippers and receivers. 

The order (General Assignment Order O. D. T. 7, Re- 
vised—1), provided that cars earmarked for eastern service 
might be withdrawn only under specified conditions and re- 
quirements and must be replaced immediately with cars of at 
least equal capacity. 


RATES ON BUTADIENE 


The Commission has granted special permission authority 
to Agents L. S. Kipp, I. N. Doe, W. S. Curlett and B. T. Jones 
to publish, on one day’s notice, rates on butadiene, in tank 
cars, from eastern and southern points to Pacific coast desti- 
nations. The authority was asked in application No. 1459 (see 
Traffic World, Dec. 26, p. 1520). 


Jeffers on Rubber Production 


Admitting that the government’s attempt to relieve the 
nation’s rubber shortage was approximately one month behind 
the schedule proposed in the Baruch committee report, Rubber 
Director Jeffers said, December 28, that by midsummer or early 
August the program should be on schedule and “we ought to 
know then what the new plants will produce and how good the 
synthetic rubber will be.” 

Speaking at a luncheon meeting of the Illinois Highway 
Users’ Conference at the Sherman Hotel, Chicago, he said it 
was imperative that commercial vehicle operators do their 
utmost to conserve tires. He said they ought to be able to con- 
tinue operations, with “only a shortage here and there,” until 
recapped, reclaimed, and new synthetic tires could be made 
available. He estimated that 1,000,000 used tires had been or 
would be made available to the government for use in meeting 
the civilian shortage. Of that number, he said, approximately 
45 per cent would have to be scrapped and reclaimed, 30 per 
cent could be recapped or retreaded, and 25 per cent could be 
reissued to farmers and commercial vehicle operators without 
treatment because some mileage remained in them. He pre- 
dicted that synthetic tires would be available to truckers and 


) bus lines late in 1943, pointing out that reserve stockpiles of 
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rubber would begin to increase by next September. The first 


_ plant constructed to produce synthetic rubber would begin pro- 


duction in January, 1943, and several other such plants would 
be operating by next summer, he said. There was still some 
doubt as to whether or not all the plants would be completed 
on schedule, because of difficulty in obtaining forgings and 
other equipment, but it was improbable that the rubber pro- 


4 gram would lag behind schedule later than September, he said. 
ink car | 


He added that it was most unlikely that the government would 
restrict passenger car operators to only four tires. He said the 
synthetic program would continue for a long time to be the 
chief hope of meeting the shortage, pointing out that 50,000 
tons of Brazilian rubber was the most that could be obtained 
annually at present, and that guayule rubber would not reach 
that amount. 

Contracts had been let for construction of plants engineered 
to produce a total of 800,000 tons of synthetic rubber annually, 
he said. One more such plant would be contracted for soon 
and, with all plants expected to produce more than their engi- 
neering capacity, the national total synthetic rubber production 
probably would reach 1,000,000 tons annually, he said. Asked 
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how the large rubber tire companies were acting in regard to 
synthetic rubber production, he said such companies had proved 
willing and able to help in that production. Each of the nation’s 
large rubber companies would operate one or more of the new 
plants, he said. He said he had no unfavorable criticism to 
make of those companies or of other “big business” participat- 
ing in the rubber program. He added that he believed the 
American public was willing to do its part in the war effort 
and that the government should not approach such problems 
as the rubber shortage by adopting punitive measures. 


W. 8S. A. Rate Orders 


The War Shipping Administration has issued rate orders 
Nos. 142 to 151, inclusive, specifying rates and surcharges in 
which it will concur as a condition to the granting, or to the 
continued recognition, of warrants authorized by the ship war- 
rants act of July 14, 1941, as follows: No. 142, petroleum and 
petroleum products, U. S. Gulf and Pacific Coast ports to Cen- 
tral America and the Panama Canal Zone; No. 143, petroleum 
and petroleum products, U. S. Gulf ports to Cuba, Jamaica, 
Bermuda, Trinidad and Netherlands West Indies; No. 144, pe- 
troleum and petroleum products, U. S. Gulf ports to U. S. At- 
lantic ports and to the Portland Pipe Line for export, and to 
Halifax, Nova Scotia; No. 145, creosote in bulk, U. S. Atlantic 
ports to U. S. Gulf ports; No. 146, benzol in bulk, U. S. Atlantic 
ports to U. S. Gulf ports and between U. S. Pacific Coast ports; 
No. 147, 50 per cent liquid caustic soda in bulk, between U. S. 
Pacific Coast ports; No. 148, 50 per cent liquid caustic soda from 
U. S. Atlantic ports to Netherlands West Indies; No. 149, pe- 
troleum coke in bulk, U. S. Gulf ports to Santiago, Cuba; No. 
150, coal in bulk, U. S. Atlantic and Gulf ports to West Indies 
and Panama Canal Zone; and No. 151, sulphur in bulk, U. S. 
Gulf ports to Aruba, Netherlands West Indies. 

The W. S. A. has issued rate advices Nos. 27 to 30, inclu- 
sive, as follows: No. 27; petroleum and petroleum products in 
bulk, Netherlands West Indies, east coast of Mexico and Peru 
to Central America and Panama Canal Zone; No. 28, petroleum 
and petroleum products in bulk, Netherlands West Indies, Vene- 
zuela, east coast of Colombia and east coast of Mexico to Cuba; 
from Netherlands West Indies to Jamaica, Bermuda and Trini- 
dad; from Trinidad to Jamaica; from Venezuela to Barbados 
and Trinidad, and from east coast of Colombia to Aruba; No. 
29, petroleum and petroleum products in bulk, from Nether- 
lands West Indies to ports in Cuba, Jamaica, Haiti, and the 
Dominican Republic, in combinations with other ports, and to 
Puerto Rico for re-export; and No. 30, petroleum and petroleum 
products in bulk, from Caribbean ports and east coast of Mex- 
ica to U. S. Atlantic ports and to the Portland Pipe Line for 
export, and to Halifax, Nova Scotia. 


The Solicitor’s Job 


Editor the Traffic World: 

Please understand that this letter is written on the Darling 
and Company letterhead only in order that you may know by 
whom I am employed. The opinions expressed are my own 
personal opinions based on long experience in traffic work and 
are not the opinions of my employers who have not had such 
experience. 

This letter relates to the editorial in your December 26 
issue entitled “The Socilitor’s War Time Job” and to the article 
in the issue of December 19 to which reference is made. 

These articles advise of statements by Commissioner John- 
son indicating that tracing of carloads is entirely unnecessary 
and should not be done and indicating further that solicitation 
by the railroads should be abandoned. 

We do not agree with Mr. Johnson on either point. 

As to carload tracing, we have never advocated tracing 
every car, but there are many cars as to which it is an abso- 
lute necessity that we know the exact date on which that car 
is to be at a certain point and this information can only be 
obtained by consulting the railroad service department, the 
division freight agent’s office, or the general agent’s office, 
which is headquarters for the solicitation force. I will give you 
two examples. 

Incoming coal for our various plants is a considerable 
problem because we have so much to contend with. The mines 
do not work every day and, therefore, do not ship every day. 
bn we must have a continuous stream of coal running into our 
plants. 

Rather than exhibiting efficiency, as Mr. Johnson states 
the railroads do, in this matter our terminal railroad needs to 
be told when and at what point they received a coal car from 
the line-haul road before they can locate the same for us and 
tell us when we can expect it at the plant so that we can so 
arrange matters on the delivery track that the car can be 
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handled. Necessarily, we get this information from the line- 
haul road through its service department and it often hap- 
pens, in taking this matter up with the line-haul road, that they 
find the car or cars not yet in the Chicago District and, con- 
sequently, have to search along their lines until they find 
the cars, thus placing themselves in a position to tell us when 
delivery to the terminal railroad can be expected. 

In view of the fact that our plants operate twenty-four 
hours a day, seven days a week—in otherwords continuously 
without a stop—it is absolutely important that we be in- 
formed as to the position and movement of our coal. 

Our fertilizer shipments represent another instance 
which tracing is absolutely necessary. 

In most cases, our farm customer does not want his fer- 
tilizer until he is ready to seed. Perhaps you know a large 
percentage of fertilizer is placed in the ground at the same 
time the seed is placed there, using an attachment on the seed- 
ing machine. 

Moreover, both fertilizer and seeding can be done only 
when the weather is right. 

Consequently, when the weather is right, the farmer tele- 
phones his order to us requesting shipment that day so that he 
may have fertilizer for use at a certain time. 

That car of fertilizer must be traced because, if we do not 
get the fertilizer to its destination in time, the seeding will be 
done and the fertilizer will not be used. The above is just one 
example of several kinds of situations where fertilizer must 
be traced. Another situation would be in the case of a stop- 
off for partial unloading in which case the customer at the stop- 
off point must be informed when the car will reach that point 
so that he can be there to receive delivery of his part of the 
load. 

In the case of one car of fertilizer being sold to a group 
of farmers and consigned to one, the latter must be in a posi- 
tion to inform his friends or neighbors just when the car may 
be expected so that they can all meet at the car to take their 
share of the load without loss of time. The agent of the rail- 
road company at destination cannot give them this information 
and they must, therefore, depend on us to furnish it. 

As to solicitation, we want the railroad men to call on 
us because, in our relations with them, our contacts are not 
limited to the mere solicitation of freight. We use these men 
for various legitimate purposes. For example, we have today 
written the vice-president of a large road commending the 
work done for us by his company foreign freight agent and a 
division freight agent who worked together to give us informa- 
tion with respect to possible customers in Mexico with the re- 
sult that, through the new contacts established, this company 
obtained a large amount of business and has prospects of ad- 
‘ditional business on which our men are now working. 

Based on the above, we would be very much opposed to 
the restrictions apparently approved by Commissioner John- 
son, inasmuch as we can see no useful purpose to be accom- 
plished thereby. John H. C. Kirk, 

Transportation Department. 

Chicago, Ill. Dec. 30, 1942. 


in 


Revenue Freight Loading 


Revenue freight loading figures for the week ended De- 
cember 26 would not be completed until January 2 on account 
of delays in reports from railroads, said the car service division 
of the Association of American Railroads. 

Loading of revenue freight the week ended December 19 
totaled 742,911 cars, according to the Association of Ameri- 
can Railroads. This was 2,575 cars or three-tenths of one per 
cent above the preceding week, 55,957 cars or 7 per cent below 
the corresponding week of 1941 and 45,156 cars or 6.5 per cent 
above the corresponding week of 1940. 

Revenue freight loading statistics for the week ended De- 
cember 19 prepared by the A. A. R. car service division follow: 


Revenue Freight Car Loading—Week Ended Saturday, Dec. 19 
Live Forest 


TRAFFIC WORLD 


CAR SURPLUS REPORT 
U. S. railroads, according to the car service division of the 
Association of American Railroads, reported an average daily 
surplus of 62,771 freight cars for the week ended Dec. 19, made 
up as follows: Plain box, 30,258; auto box, 2,670; flat, 1,497; 
gondola, 3,106; hopper, 14,419; and miscellaneous, 10,821. 


DETENTION OF CARS 


Senator Reed, of Kansas, said on December 29 that Com- 
missioner Johnson was compiling data and recommendations 
with respect to freight car detention, that compilation of this 
material probably would be completed “in a few days,” and 
that Commissioner Johnson then would testify at a hearing 
before the subcommittee of the Senate interstate commerce 
committee to which S. J. Res. 147, providing for reduction in 
free time and increases in demurrage rates so as to shorten car 
detention time (see Traffic World, Dec. 5, p. 1359), had been 
assigned. The resolution was introduced by Senator Reed. It 
was probable that someone from the Association of American 
Railroads also would have an opportunity to testify before the 
subcommittee, Senator Reed said. 


Truck Freight Loadings 


“Following normal seasonal trends, the volume of freight 
transported by motor carriers in November dropped 6.2 per 
cent under the record-breaking volume moved in October, but 
held 23.1 per cent over November, 1941,” said the American 
Trucking Associations (see Traffic World, Dec. 26). 

“Motor carriers of petroleum, working full blast to help 
relieve areas hit by shortages of gasoline and fuel oil, were 
the only class to show an increase in November as compared 
with October. 

“Comparable reports were received by A. T. A. from 202 
motor carriers in forty-two states. The reporting carriers 
transported: an aggregate of 1,470,885 tons in November, as 
against 1,568,380 tons in October, and 1,195,160 tons in Novem- 
ber, 1941. 

“The A. T. A. index figure, computed on the basis of the 
average monthly tonnage of the reporting carriers for the 
three-year period of 1938, 1940 as representing 100, was 176.94. 
The index for October was 185.91. 

“Slightly less than 83% per cent of all tonnage transported 
in the month was reported by carriers of general freight. The 
volume in this category decreased 7.1 under October, but in- 
creased 17 per cent over November of last year. 

“Transporters of petroleum products, accounting for 13% 
per cent of the total tonnage reported, showed an increase of 
1.8 per cent over October, and a remarkable increase of 98.7 
per cent over November, 1941. 

“Haulers of iron and steel products reported slightly less 
than one per cent of the total tonnage. The volume of these 
commodities showed a decrease of 7.4 per cent under October, 
and a decrease of 8.3 per cent under November, 1941. 

“A little more than 2 per cent of the total tonnage reported 
was miscellaneous commodities, including tobacco, milk, textile 
products, coke, bricks, building materials, cement and household 
goods. Tonnage in this class showed a decrease of 16.3 per cent 


under October, but held 0.7 per cent over November of last 
year.” 


RAIL COAL STOCKS 


Class I railroads on Dec. 1 had on hand 13,293,060 tons of 
bituminous coal as against 13,662,581 tons on Nov. 1, according 
to the Office of Solid Fuels Coordinator for War. The average 
number days supply on hand Dec. 1 was 39. In November 
the Class I railroads consumed 10,273,000 tons of bituminous 
coal, as against 10,279,000 tons in October. 





Grain and Mdse. 
Grain Prod. Stock Coal Coke Products Ore L.C.L. Miscellaneous Total 
1942 47,565 15,661 163,525 14,764 41,496 13,855 87,147 358,898 742,911 
Total all roads Dec. 19.......... {388 41,431 14,550 156,231 14,017 43,170 13,752 150,066 365,651 798,868 
1940 27,933 12,032 148,580 12,686 37,454 13,046 148,953 297,071 697,755 
Preceding week December 12...... 1942 44,849 17,418 165,966 14,553 36,937 14,065 90,967 355,581 740,336 
Per cent increase Over..........06- 1941 14.8 7.6 4.7 5.3 BS 
Per cent decrease under........... 1941 3.9 41.9 1.8 7.0 
Per cent increase Over.........+.6. 1940 70.3 30.2 10.1 16.4 10.8 6.2 20.8 6.5 
Per cent decrease under........... 1940 41.5 
1942 2,140,899 732,957 8,240,062 717,612 2,419,141 2,999,902 5,512,244 19,464,327 42,227,144 
Cumulative 51 weeks to Dec. 19. | 1941 1,993,223 640,781 7,477,967 664,252 2,160,514 2,670,866 7,918,367 18,157,292 41,683,262 
{ 1940 1,812,610 676,600 6,705,996 536,967 1,775,459 2,132,558 7,559,043 14,608,314 35,812,547 
Per cent increase over............. 7.4 14.4 10.2 8.0 12.0 12.3 7.2 1.3 
Per cent decrease under........... 30.4 
Per cent increase over... ee 18.1 8.3 22.9 33.6 36.3 40.3 33.2 17.9 
Per cent decrease under........... 





Per cent to 15 year average, 115.5. 
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Rail Performance in 1942 
(By J. J. Pelley, president, Association of American Railroads) 


Railroads of the United States successfully handled in 1942 
the greatest volume of freight traffic any form of transportation 
in the world has ever been called upon to move in any corre- 
sponding period. Their performance has been one of the out- 
standing features in connection with prosecution of the war. 

Despite the unprecedented volume, railroads transported it 


* without congestion. Some temporary stringencies in certain 


types of equipment have occurred but there has been no inter- 


» ference with the war effort because of inability of shippers to 


obtain cars. 
The volume handled by the railroads amounted to 630,000,- 


* 000,000 ton-miles. This was 155,000,000,000 ton-miles, or nearly 


33 per cent greater than that handled in 1941, the previous 


* record year. It was more than one and one-half times the 
* volume moved in the first World War year 1918. 


This heavy increase in ton-miles resulted from the heavier 


; loading of freight cars and longer haul per ton, carloadings in 
' 1942 having been little more than one per cent greater than in 
” the preceding year. Freight loadings approximated 42,800,000 


cars in the current year, an increase of 510,000 cars above 1941. 
At the same time, railroads established a new high record 


‘ in volume of passenger traffic in 1942. Passenger-miles (the 
» number of passengers multiplied by the distance carried) to- 


taled 53,000,000,000. This exceeded by more than 6,000,000,000 
passenger-miles, or 13 per cent, the previous record established 
in 1920. It also exceeded 1941 by more than 23,000,000,000 pas- 


¢ senger-miles, or 80 per cent. 


Part of this heavy passenger traffic in 1942 can be attrib- 


> uted to troop movements, approximately 2,000,000 members of 
» our armed forces now being transported monthly in organized 


movements. ; 
Railroads this year have been faced with the most rapid 


” increase in passenger traffic in their history. In the first three 
» months, that traffic was only forty per cent above the same 


/ period in 1941. The second quarter saw an increase to 67 per 





~ cent, and in the third quarter, the increase was 90 per cent. 
_ For the fourth quarter, an increase of 116 per cent is estimated. 
” Railroads now are moving twice as great a volume of passenger 
’ traffic as they did at this time last year but with the same 

amount of equipment, as they have been unable to acquire 
" more. Because of that situation, passengers have suffered some 
> inconveniences. 
» pathetic cooperation of the traveling public in helping to meet 
" the tremendous passenger traffic problem which the carriers 
) face. 


The railroads, though, appreciate the sym- 


Less a Ton-Mile 
Not only are railroads today furnishing the country with 


_ the greatest freight service in history, but they are receiving 
less for hauling a ton of freight one mile than at any time since 
- 1918. The average revenue per ton-mile is now only 0.927 cent. 


Railroads have been able to meet transportation demands 


» in 1942 because of improvements in equipment construction and 
+a continuous improvement in operating efficiency. This has 


enabled them to get the utmost utilization not only out of their 


> freight and passenger equipment, but also their tracks and other 
» facilities, in order to assure an uninterrupted performance of 
" the enormously increased service that is being demanded of 
» them. Every efficiency factor in 1942 has shown an improve- 
> ment compared with the preceding year, except that of train 
" speeds. The average speed of both freight and passenger trains 


in the current year was slightly less than in 1941 but this has 


> been more than compensated for by the increase in the amount 


of freight and number of passengers carried per train. 


Efficiency Records 


Among the outstanding efficiency records established by the 
railroads in 1942 were the following: 


1. Average load of freight per train was 1,030 tons, the highest on 


) record. In 1941, it was 915 tons. 


2. Performance per freight train has more than doubled, gross ton- 


miles per freight train hour having increased from 16,555 in 1921 to 
35,874 in 1942, while net ton-miles per freight train hour increased from 
© 7,506 in 1921 to 16,216 in 1942. 


3. For each pound of fuel used in freight service in 1942, railroads 


i hauled 9.2 tons of freight and equipment one mile compared with 6.2 
» tons in 1921. 


4. The average load per freight car was 31% tons in 1942, the 
highest on record. 

5. The average haul of freight shipments in 1942 broke all records, 
increasing by approximately fifty miles compared with the preceding 
year. 


6. Average daily movement of freight cars was 49 miles in 1942, a 


> new high record, and an increase of 90 per cent compared with 21 


™@ years ago. 


7. Average passengers per car and per train broke all previous 


™ records by a wide margin, the load per car being more than 40 per 
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cent and the load per train being more than 60 per cent greater than 
in 1941. 


8. Average capacity of freight cars was 50% tons in 1942, the 
highest on record. 


9. Average daily movement of freight locomotives in 1942 was 122.5 
miles, or an increase of 57 per cent compared with 1921. 

10. Tractive power of locomotives averaged 52,000 pounds, an in- 
crease of 40 per cent compared with twenty years ago. 


Never before have demands on the railroads been so great 
as in the past year. And never before has rail transportation 
played as important a part in the prosecution of a war as now. 
Immediately after Pearl Harbor, the railroads almost over night 
were called upon to move thousands of our armed forces from 
one coast to the other. These, complete with all equipment so 
as to be available for immediate field duty, were handled in 
scores of special trains. As the war program expanded, thou- 
sands of cars of materials of all kinds had to be transported to 
all parts of the country for the construction of defense plants. 
Later, as cars of raw materials were moved into those plants, 
others loaded with manufactured war materials were moved 
away from them and distributed throughout the country. With 
the increase in the number of armed forces, lend-lease ship- 
ments and war production as well as the freight traffic, which 
the cessation of intercoastal waterway operation caused to be 
diverted to the rails, the demands upon the railroads have con- 
tinued to grow. 


Export Freight 


Because of war activities in the Pacific, the volume of ex- 
port freight moving to Pacific ports now approximates 30 per 
cent of the total handled through all ports compared with seven 
per cent in 1941. This has increased considerably the average 
length of haul. At the same time export freight traffic is mov- 
ing into North Atlantic ports in a steady stream in contrast to 
the situation that prevailed on the Eastern seaboard in 1918. 

Despite the increased load placed on them, the railroads 
in the current year have continued successfully to meet not 
only the transportation demands growing out of the war but 
those required to meet civilian needs. 

Railroads in the first eleven months of 1942 installed in 
service 60,789 new freight cars and 668 new locomotives. De- 
mand for materials needed for other war purposes, especially 
steel, has resulted in a reduction in the amount of materials 
allocated by the government for new railroad equipment. 
Otherwise, the number of new cars and locomotives put in 
service this year would have been greater. The supply of cer- 
tain types of equipment, such as flat, gondola and hopper cars, 
has been at times barely adequate to take care of traffic de- 
mands. Additional equipment will be needed to enable the rail- 
roads to contniue to meet transportation demands. Expectations 
are that greater war activity may result in an increase of about 
ten per cent in ton-miles in 1943 compared with 1942. The War 
Production Board has announced a program for part of the 
coming year which will enable the railroads to purchase 20,000 
new freight cars and 386 new locomotives, including both steam 
and Diesels. 


Taxes 


Railroad taxes in the year ended with October 31, 1942, were 
by far the highest on record, amounting to the unprecedented 
sum of $1,077,000,000, or a daily average of nearly $3,000,000. 
In the calendar year 1941, their tax bill was $547,000,000. In 
order to meet their taxes alone, railway revenue derived from 


56 days of operation were required in 1942, compared with 37 
days in 1941. 


Expenditures for fuel, supplies and materials used in cur- 
rent operation by the Class I railroads amounted to approxi- 
mately $1,400,000,000 in the calendar year 1942, compared with 
$1,161,000,000 in 1941. 


Capital expenditures in 1942 for equipment, roadway and 
structures and other improvements to property are estimated 
at $600,000,000, compared with $543,000,000 in the preceding 
year. 

Increased traffic as well as larger expenditures for main- 
tenance work resulted in a further increase in employment on 
the railroads in 1942, the average number of employes having 
been 1,270,000, or an increase of 11.4 per cent compared with 
the preceding year. Annual earnings per employe in 1942 aver- 
aged $2,285, compared with $2,045 in 1941. 

Ability of the railroads to handle the record traffic this year 
has been made possible by the wholehearted cooperation of the 
shippers of the country; the sympathetic, and harmonious atti- 
tude of the Army and Navy; and the wise advice and directions 
of the Office of Defense Transportation. Through various or- 
ganizations, shippers have concentrated on the prompt loading 
and unloading of freight cars and other means of improving 
the efficiency with which freight cars are being utilized by 
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shippers and receivers of freight. The railroads appreciate the 
cooperation which they have received from private and public 
sources. 


COAL TRANSPORTATION 


Questions about coal transportation were referred by Solid 
Fuels Coordinator Ickes, at a press conference, to Thomas J. 
Thomas, associate deputy solid fuels coordinator. When a re- 
porter inquired whether an increase in the output of bituminous 
coal in southern mines would be transported to New England, 
in view of an unconfirmed report that there was congestion of 
coal shipments at Norfolk, Va., Mr. Thomas said there had been 
no difficulty in the transportation of coal, though there might 
have been a “pile-up” at Norfolk because of a substantial cur- 
tailment in the movement by collier out of Norfolk. 

The railroads, Mr. Thomas said, were capable of carrying 
more coal to the north than they were handling now. 

“We have certainly had very little difficulty with trans- 
portation of coal throughout the country,” he added. 


State Highway Legislation 


“Wartime developments in the highway transportation 
world are expected to make their impact on the forty-four state 
legislative sessions scheduled for 1943,” says the National 
Highway Users Conference in a review of the legislative out- 
look. “Only four states—Kentucky, Louisiana, Mississippi and 
Virginia—have no regular legislative sessions next year.” 

A wartime highway traffic program endorsed by twenty- 
seven national groups of educators, farmers, organized labor, 
traffic engineers, enforcement officials, highway users and others 
is slated for consideration in virtually all the legislatures, says 
the conference. Objectives of the program are conservation of 
vehicles, tires and roadways; conservation of man-hours and 
manpower through accident prevention, and most efficient use 
of roads and vehicles for essential transportation. 

“Another state legislative outgrowth of the rubber short- 
age is a uniform bill proposed by the Office of Defense Trans- 
portation in cooperation with the Department of Justice and 
actively promoted by the Council of State Governments to give 
individual state governors extraordinary wartime powers to 
regulate highway transportation,” says the conference. 

“Designed for introduction in all state legislatures, the 
federally-inspired measure would empower governors to (1) 
prescribe staggered hours of employment; (2) prescribe maxi- 
mum rates for speed of motor vehicles; (3) prescribe sizes and 
weights for motor vehicles; (4) suspend the application of li- 
cense fees or licensing requirements covering the entry of cer- 
tain out-of-state vehicles properly licensed in another state; 
and (5) direct the conservation of vital equipment, materials 
and supplies, particularly rubber.” 


TROOP MOVEMENTS 


In the twelve months from Dec. 7, 1941, to Dec. 7, 1942, 
the first year of the war, there were more than 11,000,000 trips 
made on railroad trains by soldiers moving in organized par- 
ties, according to the latest figures on troop movements au- 
thorized by the War Department. This figure, which does not 
include men traveling as individuals either on military orders 
or on furlough, exceeds the total number of rail movements 
made by soldiers up until the armistice of the first world war. 


PRIVATE TRUCK OWNER MEETING 


The National Council of Private Motor Truck Owners, 
Inc., has announced that it will hold a “war” conference at the 
Pennsylvania Hotel, New York City, Jan. 19 and 20. It pointed 
out that the private motor truck segment of the industry owned 
and operated 88 per cent of the 5,000,000 motor trucks in the 
United States. There will be a series of round table confer- 
ences to study “those problems which need to be ironed out in 
order that each individual motor truck may work its full share 
in winning the war.” 


TRUCK EMERGENCY CHARGE PROPOSAL 


The standing rate committee of the Central States Motor 
Freight Bureau has on its docket, for consideration at a hearing 
at the Blackstone Hotel, Chicago, January 13, a proposal to 
assess an emergency charge of 25 cents on each less-truckload 
shipment and $1 on each truckload shipment. The proposal to 
institute such charges was put on the docket at the request of 
motor carriers who assert that it “will do much to relieve the 
carriers of increased expenses and operating costs which have 
been brought about through their efforts adequately to comply 
with various rulings of the Interstate Commerce Commission, 
Office of Defense Transportation and various other govern- 
mental agencies.” These orders, it is stated, “have multiplied 
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carriers’ clerical costs.” The emergency: charges would not, in 
the opinion of the interested motor carriers, add greatly to the 
shipping expense of any one shipper, but would aid materially | 
in carrying the payroll and other costs incident to the keeping 
of records and modifications in operations necessitated by the | 
governmental orders. The proposal carries C. S. M. F. B.| 
docket No. 7960. 


— 


CENTURY SYSTEM SOLD 


The bankrupt Century System, a motor common carrier 
serving Chicago, Indianapolis, Ind., Dayton, O., Springfield, O., 
Cincinnati, O., and intermediate points was sold at public 
auction before Referee W. V. Schaefer of the federal court at 
Chicago December 30, for $40,000, to Samuel L. Winternitz, 
Chicago, a private auctioneer. The sale included operating 
rights, trucks and trailers, and office equipment. Mr. Winter- 7 
nitz said he did not intend to operate the company in whole or | 
in part, and would attempt to sell the rights and property to 
other truckers within a few days. Fred Hummel, trustee, who 
conducted the auction, estimated the equipment to be worth | 
$43,386 and the operating rights to be worth approximately 7 
$15,000. He did not offer for sale accounts of the company held 7 
to be receivable, totaling $17,116, or operating rights between 
Chicago and Grand Rapids, Mich. He said there was question | 
whether or not the company had a clear title to the Michigan 
rights (see Traffic World, Nov. 28, p. 1286). 


isu ae 


Cc. M. F. A. EXECUTIVE COMMITTEE 


The board of directors of the Central Motor Freight Asso- 
ciation has adopted a resolution calling for amendment of the | 
association’s by-laws to provide for an executive committee. | 
Under the resolution, the committee would consist of the presi- 7 
dent, the five immediate past presidents and the chairman of | 
the board. The committee would have power to act in policy 7 
and other matters in periods between the meetings of the board 7 
of directors. In order to effect the necessary change in the | 
by-laws, notification of the resolution has been sent to the | 
members of the board which will take final action at its next 7 
meeting. No opposition is expected. If the proposal receives 
final ratification, the following will constitute the committee: 


R. J. Olson, Fred Olson & Son, Chicago, present president; past | 
presidents, Harry F. Chaddick, American Transportation Company, 4 
Chicago; Alex Scherer, Scherer Brothers, Ottawa, Ill.; Walter “ 
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Mullady, Decatur Cartage Company, Chicago; Barney Cushman, Cush- | 
man Motor Delivery Company, Chicago, and Carl Ozee, Hayes Freight 7 
Lines, Mattoon, Ill.; chairman of the board, Chester G. Moore. 


FRUEHAUF WARNS OF TRUCK DRIVER SHORTAGE 

According to Harvey C. Fruehauf, president, Fruehauf © 
Trailer Company, there is danger of a collapse in common 
carrier highway transport, not merely because of a shortage 
of materials for the construction of vehicles, but because of » 
a shortage of truck drivers. More than 5,500 experienced 
truck drivers have left their jobs in recent months to enter 
the armed forces or to take jobs in war production plants. He 
cites one company which reported 182 trucks and 38 trailers 
tied up because of lack of drivers. Draft boards did not hesi- | 
tate to induct truck drivers, he said, although it took months | 
to train a man for replacement. This, he added, was in con- | 
trast to the general practice of exempting railroad engineers i 
“without question,” although they were “engaged in the same | 
type of business,” said he, continuing: 

“The time has come for the industry as well as the av- 7 
erage American citizen to realize that highway transportation 7 
is not only essential to our way of life in America, but right’ 
now, as the Baruch report pointed out, it is an extremely | 
vital requirement for the successful prosecution of the war.” 
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ACME STEEL LOADING BULLETIN fe 

The most recent issue of the Acme Process News, bulle- 7 

tin of the Acme Steel Company, illustrates many new war|) 
and civilian ways in which Acme steel strapping and staple 7 
wire are being used in transportation. Ameng the commodities 
illustrated are life rafts, paper, metal parts, landing field mats, | 
airplanes, food products, tractors, machine guns and orange! 
juice. Some of these, shipped in wood boxes and paper cartons, 7 
are reinforced with steel straps, others are attached to cars|) 
with unit-load bands, and still others are packed in cartons! 
stitched with wire. a 


oh 


NEW MERCURY CATALOG 4 


ie 


The Mercury Manufacturing Company, Chicago, has issued 7 

a new twenty-page catalog of its materials handling equipment, 7 
including tractors, tugs, trailers, lift trucks and fork-trucks.) 
The booklet also discusses the procedure to be followed in pur-/ 
chasing freight handling equipment under present priorities) 
conditions. is 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with trafic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 
not desire to take the place of the trafic man but to help him in 
his work, 

The right is reserved to refuse to answer im this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Departmen 
Trafic Service Corporation, Harle Building, cneten, D. OC. 


Switching—Line Haul 


North Dakota.—Question: The writer recently had a car 
of coal move into A, N. D., via X Railway Company. Upon 
arrival at that point, car was ordered placed on a spur track, 
which, we later found, is owned by the Y Railway, but X Rail- 
way performs the switching. 

There is no switching rate published to cover such a move- 


> ment and the Y Railway assessed a charge of 97 cents per ton, 


which is the five-mile distance rate. 

We content carriers cannot apply a line-haul distance rate 
to cover a Switch movement. Are we correct and can you give 
us reference to any Interstate Commerce Commission decision 
Pobecee: This was an interstate movement. 

Answer: In Boston Wool Trade Association vs. Director 
General, 69 I. C. C. 282, the Commission said: 


There is no exact or comprehensive definition of switching service 
* * * The fact that the movement may be made by a switching engine 
not under train orders, or that it may be incidental or ancillary to 
another transportation service in no way explains these characteristics 
of switching service * * *, 


See also, with respect to this question, Butcher vs. Director- 
General, 83 I. C. C. 359, and Hilb & Bauer vs. Director-General, 
66 I. C. C. 279. The facts in the first case were that the switch- 
ing tariff applicable at destination did not provide a switching 
charge on coal. The delivering carrier, therefore, applied to the 
shipment what the defendant carrier termed a line-haul rate, 
which charge the defendant carrier refused to absorb under its 
absorption tariff. The Commission, with respect to the ques- 
tion, on page 360, said: 


The shipments were handled by the Santa Fe in switching service, 
and the service rendered rather than the class of tariff in which the 
charge was published determines the character of the Santa Fe’s charge. 
The fact that the charge was published in the tariff naming line-haul 


/ rates, and in a amount per net ton rather than as a charge per car, 


makes it none the less a charge for switching and subject to the ab- 
sorption rules of the line-haul carriers. 


In the latter case the Commission, on page 280, said: 


Defendant contends that these shipments were handled under regu- 
lar billing, in trains subject to orders of train dispatchers, and that the 
movement performed was a line-haul service which necessitated the 
) crossing of one or more river bridges and considerable switching and 
back hauling. Andrews is not shown in the governing tariffs as a 
point within the Cincinnati switching limits, and the rate of 1.5 cents 
per 100 pounds, minimum and maximum $15.00, is published as a 


» transportation charge on carload traffic between Andrews and other 


on the other. 
The service performed by defendant in receiving the cars from the 


switching lines and delivering them to the consignee, or vice versa, was 
less than is generally performed in connection with line hauls. No 
evidence was offered by defendant in support of the inherent reason- 
ableness of the charges attacked. We are of opinion that the service 
was a line-haul. 


In accordance with the above decision, it is not the method 


line-haul or a switching rate, but rather the class of service 


‘ » tendered which determines whether or not a service is a switch- 
las issued 


Ing service or a line-haul. 
Tax on Freight—Exports 


New York.—Question: We would appreciate receiving your 
advice with respect to the following: 
Reference is made to the 3 per cent excise tax imposed by 
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the Internal Revenue Bureau on shipment transported by vari- 
ous modes of transportation. 

Our question is whether motor carriers are required to 
charge the tax when a shipment originating at a point in the 
United States is then transported to a port for forwarding via 
steamer for export. 

Answer: In a statement issued on December 7, the Com- 
missioner of Internal Revenue states that the tax does not 
apply to the amount paid for the transportations of property: 
when paid for the transportation of property in course of trans- 
portation to a foreign country or shipment to a possession of 
the United States and actually so exported or shipped. 


Tariff Interpretation—Application of Section 1-A of Rule 15 of 
Consolidated Classification. 


Pennsylvania.—Question: We would appreciate your giving 
your opinion on the following situation, involving the application 
of Rule 15, Consolidated Freight Classification No. 15. 

Shipment was tendered to the carrier as two pieces of 
machinery weighing 13,600 pounds, in a car. No particular car 
was ordered nor was the shipment handled by the carrier either 
in loading or making delivery. After the shipment moved, it 
developed that lower charges would result by application of 
the minimum weight of 24,000 pounds at the fifth class rate. 
The carrier declined to adjust to the carload basis. The car 
actually used was 42 ft. 6 in. in length with a minimum weight 
of 29,280 pounds and, of course, if the fifth class rate were to 
be applied on this weight, the less than carload basis would be 
cheaper. 

We direct your attention to Rule 15, Section 1 (a) of the 
Consolidated Freight Classification reading as follows: 


Except as provided in Section 2, the charge for a less than carload 
shipment must not exceed the charge for a minimum carload of the 
same freight at the carload rate. 


It will be observed that the language “minimum carload,” 
as used in this rule, is something different than a carload mini- 
mum weight subject to Rule 34, it being our opinion that a 
minimum carload is 24,000 pounds, regardless of the length of 
the car used. 

We would like your opinion as to the meaning of the lan- 
guage used in this rule—“minimum carload of the same freight 
at the carload rate.” 

Answer: . . . In its decision in Penn Metal Corp. of Penn- 
sylvania vs. Delaware & H. R. Corp., 227 I. C. C. 167, the Com- 
mission had this question before it and held that as to the ship- 
ment covered by its decision the applicable minimum was that 
for the size of car which would have been used had the ship- 
ment) been tendered as a carload. 

The Commission held that the shipper would not have 
ordered a car in excess of 36 feet 6 inches in length and that 
under Section 2 of Rule 34, when the carrier is unable to fur- 
nish a car of desired length when ordered, a larger car not 
exceeding 40 feet 6 inches in length will be furnished and the 
minimum weight for that car will be that fixed for the car 
ordered, except that when the loading capacity of the car is 
used the minimum will be that fixed for the car furnished. 

Inasmuch as Section 2 of Rule 34 of the Consolidated 
Classification is now under suspenion it would seem to follow 
that as the carrier is not obligated to protect the minimum 
weight for the size of car ordered when a longer car is fur- 
nished, charges under Section 1-A of Rule 15 must be based on 
the size of car furnished, in determining whether the L. C. L. 
or the C. L. rate will result in lower charges. 


MERCHANT SHIP CONSTRUCTION 


Measured by the dollar value of work put in place on ves- 
sels in shipyards, production of merchant ships in November 
was 26 per cent higher than the October production figure, 
Chairman Nelson of the War Production Board said in a war 
production report issued Dec. 28 

American shipyards produced 80 merchant vessels with a 
total deadweight tonnage of 874,000 in November, he said. The 
same number of vessels was produced in October, although the 
tonnage was slightly lower, he observed. He added that ship- 
yards under the jurisdiction of the Maritime Commission also 
produced four special-type vessels for the armed forces. Work 
done on cargo vessels alone increased 38 per cent in November, 
he reported. He said that the first delivery of a seagoing cargo 
ship to the Maritime Commission by a Great Lakes shipyard 
occurred in November. 


“Construction of the 68 U. S. Liberty ships delivered in 
November,” he said, “required an average of 56 days from 
keel- laying to delivery, compared with 66 days in October, the 
next best record. The Oregon Shipbuilding Corporation had 
the best record with 13 ships sent into service in an average 
of 37.5 days.” 













Traffic Club Doings 





Items for thts column are solicited and when they are sent and not 
published tt ts because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to ‘= 
of value. THE TRaFFIC WoRLD goes to press in Chicago Friday oj 
each week. News of coming or past events, such as meetings, din 
ners and election of officers, is desired. If publicity is looked for 
should be made the duty of someone in the club to keep us ade 
quately and promptly tformed.—Hditor THs Trarric Wor. 


The program for the one-day “streamlined” meeting of the 
Associated Traffic Clubs of America at the Jefferson Hotel, St. 
Louis, Mo., January 19, has been completed. Reports of the 
board of directors and of standing committees will be made at 
the morning session, at which, also, there will be election of 
officers. There will be a combined luncheon and afternoon 
session at which Director Eastman, of the O. D. T., and 
Samuel B. Pettengill, vice-president and general counsel, 
Transportation Association of America will be the speakers. 
Later at that session, John S. Burchmore, chairman of the 
association’s public affairs committee, will make his report, 
which is expected to result in some action supporting continued 
private operation of carriers. There will be an open discussion, 
with speakers limited to five minutes each, on the subject: 
“What Traffic Clubs Can Do to Aid in the War Effort.” 

A. R. Atkinson, Jr., new president of 
the Traffic Club of Houston, Texas, was 
born at San Antonio, Texas. He re- 
ceived his early schooling in Dublin, 
Eire, and his later education in San 
Antonio and Dallas, Texas, including 
some time at the Texas Agriculture 
and Mechanical College. His first work 
was with the W. H. Nichols Construc- 
tion Company, Houston, where he rose 
to be superintendent. After studying 
traffic and rates in night school, he 
joined the Texas and New Orleans 
Railroad in its office of freight ac- 
counts. In 1933, he became assistant 
traffic manager for the South Texas 
Cotton Oil Company at Houston and 
two years later was made general 
traffic manager. He holds that position at present, with juris- 
diction over traffic in the company’s two vegetable oil refineries 
and ten oil mills. 








The Traffic Club of Chicago will hold a “forward America” 
dinner at the Palmer House, January 14. C. Wayland Brooks, 
United States senator from Illinois and a member of the 
Senate interstate commerce committee, will be the speaker. 
The dinner will be in lieu of the club’s annual dinner. Attend- 
ance will be confined to resident members of the club and their 
men guests. ‘This is necessary in the effort to conserve trans- 
portation facilities for essential travel and conform to the 
request made by the Office of Defense Transportation,” says 
the notice. There will be no entertainment. Net proceeds of 
the dinner will be used to underwrite present club war activities 
and to expand them. The club maintains sleeping quarters at 
the Central Y. M. C. A., in downtown Chicago, for 200 service 
men. The committee in charge of the dinner is headed by A. 
L. Hammell, vice-president, Railway Express Agency. Its 
secretary is E. S. Buckmaster, superintendent, commercial 
division, Railway Express Agency. 





Commissioner John L. Rogers will speak on “Motor Trans- 
portation in War Time” at the annual motor transportation 
night meeting of the Junior Traffic Club of Chicago, January 7, 
at the La Salle Hotel. The sound film, “Keep ’Em Rolling,” 
will be shown. Roger Luken is chairman of the motor trans- 
portation committee in charge of arrangements. 





The Transportation Club of Buffalo, N. Y., held its annual 
election and Christmas party December 17. New officers in- 
clude: President, Norman J. Felger, manager, Universal 
Carloading and Distributing Company; first vice-president, Ray- 
mond E. Naber, traffic manager, Hoelscher Stationery Com- 
pany; second vice-president, C. A. Raymonda, superintendent, 
New York Central; secretary-treasurer, Carl L. Biers, ter- 
minal manager, Lyons Transportation Company; members of 
the board of directors, for three years, H. K. Thomas, district 
freight agent, New York, New Haven and Hartford Railroad; 
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W. F. Schugard, freight representative, Baltimore and Ohio; 
A. F. Koch, freight forwarder, American Radiator Corporation; | 
W. L. Bullock, traffic manager, William Hengerer Company; | 
D. E. Shisler, Jr., district manager, Acme Fast Freight; J. L. H 
Downing, president, Thomas J. Downing Sons, Inc. The club f 
has canceled its annual dinner because of the war emergency. 








i 

The Traffic Club of Wichita, Kan., at a meeting, December |— 
17, elected the following officers and directors: President, L. 
R. Johnson, traffic manager, Red Star Milling Company; first i 
vice- president, Don Hays, city freight agent, Missouri Pacific; | 
second vice-president, E. R. Walcher, traffic manager, Globe © 
Oil Company; secretary-treasurer, R. A. Young, traffic man- | 
ager, Kansas Gas and Electric Company; members of the board |” 
of directors, E. E. Kohlwes, traffic manager, Kansas Milling ~ 
Company; James Tipton, city freight agent, Frisco Railway; |) 
R. H. Ault, city freight agent, Rock Island System; George | 
W. Vetter, district freight agent, Santa Fe System. 





i 
i 
O. C. Castle, associate director, freight service, railway 1 
transport division, O. D. T., Washington, D. C., will speak on 

“General Order No. 18” at a monthly meeting of the Traffic 
Club of Newark, N. J., January 4. The annual dinner will be © 
held January 28. 


Harry Regan is chairman of the annual 
dinner committee. 





Walter Robb, former news reporter at Manila, Philippine |~ 
Islands, spoke on ‘“‘War Trade on the Pacific,” at a luncheon 
meeting of the Los Angeles Transportation Club December | 
28. Harry R. Dorr, Norton, Lilly and Company, was chairman. 7 





The Winston-Salem, N. C., Traffic Club held a special | 
luncheon, December 21, in honor of members serving in the | 
armed forces. There was a program of music under the |~ 
direction of Grady Miller, and a distribution of door prizes. | 
The annual election will be held January 8. Those elected will > 
be installed at the annual dinner January 26. 


The Women’s Traffic Club of Los Angeles held its annual 
Christmas party December 22. There was a program of enter- 
tainment, dinner was served, and gifts were distributed. Arrange- 
ments were made by a committee headed by Mrs. Gertrude 
Guthrie, Railway Express Agency. 





The Transportation Club of Atlanta, Ga., will hold its 
annual dinner January 15. There will be dancing and enter- 
tainment. 





The Traffic Club of Jersey City, N. J., will hold its annual 
dinner dance at the Downtown Athletic Club January 23. 
There will be a floor show. S. V. Rettino is chairman of the | 
entertainment committee. 





The Transportation Club of Toronto has elected the follow- 
ing officers: President, R. Halliday, sales manager, R. L. Laid- 
law Lumber Company, Ltd.; first vice-president, S. O. Martin, | 
general superintendent, Canadian National Express; second 
vice-president, A. Walker, general freight agent, Canadian 
Pacific; secretary, W. G. Hamilton, freight claim investigator, 
Canadian Pacific; treasurer, W. E. Hendershot, freight traffic 
manager’s office, Canadian National; directors, G. E. Walton, 
Canadian freight agent, Lehigh Valley Railroad, membership 
committee chairman; J. Donaldson, agent, Canadian Pacific 
Express Company, reception committee chairman; G. E. Smith, 
division freight agent, Canadian National, sick committee chair- | 
man; W. Ferguson, traffic manager, Colgate-Palmolive-Peet 
Company, speakers and publicity committee chairman; C. R. 
Patterson, sales department, Nestle’s Milk Products Company, | 
entertainment committee chairman; H. L. Davis, Canadian 
traffic representative, Chicago and North Western Railway, 
war service committee chairman G. C. Benjamin, vice-presi- 
dent, Howell Forwarding Company; E. H. Cameron, chief clerk, 
division freight agent’s office, Canadian National; W. H. Male, 
general manager, Direct-Winters Transport, Ltd.; John Ritchie, 
traffic manager, Canadian Industries, Ltd.; W. J. Robinson, | 
assistant freight traffic manager, Canada Steamship Lines; E. 
F. Thompson, steamship general agent, Canadian Pacific. 




































































The Transportation Club of Atlanta has elected the follow- 
ing officers: President, E. L. Setzer, assistant freight traific 7 
manager, Seaboard Railway; first vice-president, Grover E. | 
Heyser, traffic manager, Campbell Coal Company; second vice- | 
president, M. L. Corbett, general agent, Illinois Central; mem- | 
bers of the board of directors, J. A. Howell, assistant traffic | 
manager, Sears, Roebuck and Company; R. P. Rankin, Atlanta 7 
Freight Bureau; J. A. Schultz, general agent, Chicago and 
North Western; B. H. Smith, division freight agent, Atlanta | 
and West Point Railroad; L. L. Horner, Mason-Dixon Lines; | 
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P. & P. U. Ry.’s “A” (outgoing) and “B” (incoming) yards—two of the four classification yards. They 
send two to three thousand cars on their way each day—with a total capacity of 3,500 cars. 


1898 - 1917 - 1918 - 1942 


The years of San Juan Hill, Chateau 
Thierry, the Argonne, and Midway and 
Coral Sea are now part of the history of 
P. & P. U. Ry. Freight destined to help 
win those and the other battles of those 
years was hurried on its way by P. & P. U. 
Ry. Fast interchange at Peoria between the 
fourteen trunk lines meeting there helped 


“win the war” then as well as now. 


Problems of those years of pressure and 
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PEORIA AND PEKIN UNION RAILWAY CO. |. (@¥ 1%" 
SWITCHING SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North | 
Western Ry.; Chicago & Illinois Midland; Illinois Terminal Railroad Co.; 
- R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; Illinois Central R. R.; Pennsylvania Railroad; 


Peoria Terminal R. R.; Chicago, Burlington & Quincy Railroad; New York, Chicago & St. Louis Railroad; Cleveland, 
Cincinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 
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Inland Waterways Corp.; Minneapolis & 


their solution are part of P. & P. U. Ry.’s 
experience. They are lessons that, having 
been learned, make it possible for P. & P. U. 
Ry. to meet the greater demands of the 


future. 


Nineteen forty-three finds P. & P. U. Ry. 
with personnel and equipment ready, willing 


and able to speed the movement of freight 


in its travel across the country. 
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B. M. Self, Georgia Motor Express; C. T. Kilgore, Western 
Marine Express; John M. Born, travel agent. The new officers 
will be installed at the club’s annual dinner, January 15 at 
the Atlanta Athletic Club. No official invitations have been 
sent to out-of-town officers of transportation agencies, but 
members of the club who wish to invite such guests have been 
informed that they may do so. 





Personal Notes 





Roger W. Birdseye, general advertising manager, Santa 


Fe System, died at his home at Evanston, II1., 
He had served with the company since 1925. 

James W. Harley has been appointed director of traffic 
for the United States Rubber Company at New York, succeed- 
ing George F. Hichborn, who has been with the company 36 
years and has reached the retirement age. At the request of 
company executives, Mr. Hichborn will serve with the company 
through 1943 as traffic consultant and advisor. 

Frank E. Wallace has been appointed general freight agent, 
and Andrew J: Moore, assistant general freight agent, at New 
Orleans, for the Illinois Central. 

The Missouri Pacific has announced the following appoint- 
ments: A. K. Heaton, assistant general freight agent, St. Louis; 
W. J. Siering, general agent, San Francisco, succeeding L. L. 
Smith, who has received leave of absence to serve in the armed 
forces; G. B. Riggan, general agent, Seattle, Wash.; M. E. 
Pickett, division freight and passenger agent, Monroe, La. 

G. H. Whitaker, traffic manager for the Macon, Dublin and 
Savannah Railroad at Macon, Ga., for the last 20 years, has 
retired. C. M. York has been appointed his successor. 

The Denver and Rio Grande Western has announced the 
following appointments: A. A. Bolton, general agent, San 
Francisco, succeeding C. J. Harbeke, who entered military 
service; M. E. Chase, district manager, perishable freight 
traffic, San Francisco; R. E. Davis, general agent, Fresno, 
Calif.; G. A. Cronin, commercial agent, Seattle, Wash., succeed- 
ing P. O. Spurgeon, who entered military service. 

Wallace T. Hughes, general attorney, Chicago, Rock Island 
and Pacific, will speak on “Planned Problems,” at a luncheon 
meeting of the Chicago chapter of the Association of Interstate 
Commerce Commission Practitioners in the rooms of the Traffic 
Club of Chicago, Palmer House, January 8. 

Charles R. Hartshorn has been appointed assistant general 
freight agent at Chicago for the Lackawanna Railroad. 

The Seaboard Railway has announced the following appoint- 
ments: J. R. Bardley, Jr., assistant general passenger agent, 
Jacksonville, Fla.; C. G. Ward, assistant general passenger 
agent, Raleigh, N. C.; J. L. Carter, division passenger agent, 
Columbia, S. C.; H. E. Pleasants, general passenger agent, 
Atlanta, Ga.; L. E. Brown, commercial agent, Columbia, S. C., 
and R. S. Lockhart, Jr., traveling freight agent, Columbia. 

R. A. Maxwell, a member of the war products department, 
sales and service division, B. F. Goodrich Company, Akron, O., 
has joined the requirements and capacities section, rubber 
branch, War Production Board. 

For the purpose of studying the handling of transportation 
by air, the New York Foreign Freight Forwarders’ and Brokers’ 
Association has formed the following committee: A. J. de May, 
Chairman; Hugh A. Coyle, vice-chairman; John Faunce; J. E. 
Lewis; E. Hennigson; J. Maron; H. J. Morey; Milton Snedecker; 
E. Kersten. 

J. Di Meglio, traffic manager, Gimbel Brothers, New York, 
has resigned from that position and as chairman of the 
Metropolitan Traffic and Receiving Unit, National Retail Dry 
Goods Association, to become an executive for the Connecticut 
Motor Lines. Donald Bloch, receiving manager, Gimbel 
Brothers, has been appointed chairman of the unit. 


W. G. Burnette, traffic manager, Lynchburg, Va., Chamber 
of Commerce traffic bureau, has been admitted to the bar to 
pratice law. 

W. A. Cramer has been appointed traffic manager, western 
district, United States Steel Corporation Subsidiaries, at Chi- 
cago, succeeding M. N. Billings, who retired January 1, 1942. 

L. E. Faulkner, vice-president and general manager, 
Mississippi Central Railroad, has announced an essay contest 
for students in high schools and colleges in the State of 
Mississippi, on the subject “Why Private Enterprise Should 
Be Preserved After the War Is Won. There will be three prizes 
in each for high school and for college essays—$50 and $25 
war bonds, and $10 in war stamps. The railroad is distributing 
a poster illustrating the meaning of the Bill of Rights and 
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characterizing the railroads as “fine examples of private free 
enterprise.” 


I. C. C. OPEN NEW YEAR’S DAY 


The Commission announced that New Year’s Day would f 


be considered a regular working day and that its offices would 
be open for business as usual. 


Cc. M. F. A. CLAIM SECTION 
The meeting of the claim prevention section of the Central 
Motor Freight Association, scheduled for January 4, has been 
postponed to January 11. It will be held at the Morrison 
Hotel, Chicago, at 2:00 p. m. on that day. 


GENERAL BOX COMPANY’S VALVE CRATE 


The General Box Company has designed a special crate 
for the packing of large vaives. The new crate, it is said, is 
easy to pack, weighs considerably less than the package for 
merly used—thus saving both wood and freight expense—and 


is wire-bound to permit rough treatment without damage to the} 


enclosure, which may be a valve weighing up to 100 pounds. 


NEW YORK CENTRAL TAX REFUND 


The Bureau of Internal Revenue has announced a deter- 
mination by it that the New York Central Railroad Co. is 
entitled to a refund of $288,087.11 for an over-assessment of 
$585,818.67 on the company’s 1918 taxes. In addition to the 
refund, the New York Central received a credit of $186,091.29 
and an abatement of $111,640.27. 

Commissioner Helvering said the amount of $220,470.03 
of the over-assessment resulted from the allowance of addi- 
tional deductions for ordinary and necessary business expenses, 
interest and taxes. He added that the allowance of additional 
deductions for depreciation and deplection allowances caused 
$180,496.63 of the over-assessment, and $87,297.75 of the over- 
assessment was caused by'the elimination of “a certain amount 


included in the gross income reported in the return as interest.” | 


Elimination of other items included in the gross income re- 
ported in the return caused $54,294.99 of the over-assessment, 


and other contributing factors were understatements of deduc- | 


tions for amortization for bond discount and expense and divi- 
dends, of the basis used for computing gain or loss on the 
sale of certain assets, and inclusion as gross income of a cer- 
tain amount, representing interest, which was exempt from tax, 
he said. 





DOCKET OF THE COMMISSION 


January 4—Philadelphia, Pa.—Philadelphian Hotel—Examiner Stiles: 
W-40—Southern Transportation Co., contract carrier application. 

January 4—Philadelphia, Pa.—Hotel Philadelphian—Examiner Burns: 
MC 87047—McDonnell Hauling & Rigging Co., Philadelphia, Pa. 

January 5—Denver, Colo.—Shirley-Savoy Hotel—Examiner Olentine: 
MC 58948 Sub. 27—Union Transfer Co., Omaha, Neb., certificate to 

extend operations 
1. & S. M-2152—Fish, Seattle to Chicago and Kansas City. 

January 5—Nashville, Tenn.—Andrew Jackson Hotel—Jt. Bd. 107: 
MC 1504—Atlantic Greyhound Corp., Charleston, W. Va., certificate 
MC 8500—Tennessee Coach Co., Knoxville, Tenn., certificate. 

January 5—Providence, R. |.—Narragansett Hotel—Examiner Stiles: 
W-542—Providence Steamboat Co., contract carrier application. 

January 6—Albion, Mich.—Federal Bldg.—Examiner Schutrumpf: 
Finance 14008—Application of N. Y. C. for permission to abandon a 

branch line extending from Springport to Jonesville, Mich. 

January 6—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 
28890—National Radiator Co. vs. P. R. R. 
28899—Gaines Food Co., Inc., vs. A. & R. et al. 


January 6—Cheyenne, Wyo.—Pub. Service Comm.—Jt. Bds. 198 and 44: 
MC 96015 Sub. 1—C. Greenwalt Trucking Co., Torrington, Wyo., cer 
tificate to extend operations. 


January 6—Columbia, S. C.—Wade Hampton Hotel—Examiner McCaslin: 
MC 60334 Sub. 1—J. F. Roberts, Laurens, S. C., certificate. 
MC 84404 Sub. 13—Kelly Motor Lines, Sumter, S. C., certificate to 
extend operations. 
January 6—McCook, Neb.—Federal Bldg.—Jt. Bd. 56: 
MC 103994—G. and W. G. Maddux, Wauneta, Neb., certificate, 
MC 104126—R. Crapson, Wauneta, Neb., certificate. 
January 6—Washington, D. C.—Examiner Cooper: 
MC F-2023—C. A. Jessup et al., control, Safeway Trail, Inc. 
January 7—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 
28809—Weber-Bunke-Lange Coal Co. et al. vs. C. of N. J. et al. 
January 7—Columbia, S. C.—Wade Hampton Hotel—Jt. Bd. 131: 
MC 61599 Sub. 43—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 
January 7—Minneapolis, Minn.—Hotel Nicolle-—Examiner Peterson: 
MC 682 Sub. 2—Burnham’s Van Service, Columbus, Ga. 
January 8—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 
28s98s—Clarence Brown et al. vs. A. C. L. 
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January 8—Cody, Wyo.—Federal Bldg.—Jt. Bd. 123: 
MC 104056—B. Rhodes, Meeteetse, Wyo., certificate. 
January 8—Columbia, S. C.—Wade Hampton Hotel—Examiner McCaslin 
and Jt. Bd. 2: 
MC 14135—Haselden and Huggins, Lake City. S. C. 


MC 14135 Sub. 1—Haselden & Huggins, Lake City, S. C., certificate 
to extend operations. 


January 8—Mt. Pleasant, Mich.—Federal Bldg.—Examiner Schutrumpf: 
Finance 14006—Application of P. M. for permission to abandon a 
branch line extending from Coleman to Beaverton, Mich. 


January 8—Shelbyville, Ky.—Federal Bldg.—Examiner Jordan: 
Finance 14029—Application of L. & N. for permission to abandon line 
extending from Shelbyville to Bloomfield, Ky. 
January 9—Butte, Mont.—U. S. Court—Jt. Bd. 82: 
MC C-347—W. M. Daniels vs. Fred Rose. 


January 11—Bismarck, N. D.—State Capitol Bldg.—Examiner Peterson: 
1. & S. M-2113—Vehicles, Minn. and N. D. to Mont. and N. D. points. 


January 11—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 
28901—The Linen Thread Co., Inc., vs. Pope & Talbot (McCormick 
Steamship Company Division) et al. 
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January 11—Brooklyn, N. Y.—Hotel St. George—Asst. Director Snow: 
FF 75—Judson-Sheldon Corp., New York, N. Y., permit. 
FF 68—National Carloading Corp., New York, N. Y., permit. 
January 11—Brooklyn, N. Y.—Hotel St. George—Examiner Boyden: 
Finance 14030—Alton reorganization. 
January 11—Champaign, IIl.—Federal Bldg.—Examiner Schutrumpf: 
Finance 13975—Application Ill. Term. to abandon lines between For- 
syth and Mackinaw and between Decatur and Hilleary, Ill. 
January 11—Paducah, Ky.—U. S. Court—Examiner Jordan: 
Finance 13992—Application of C. St. L. & N. O. and Ill. Cent. for 
permission to abandon line extending from Kevil to East Cairo, Ky. 
January 11—Washington, D. C.—Examiner Fuller. 
28800—Blytheville Chamber of Commerce et al. vs. A. & R. et ai. 
January 12—Bismarck, N. D.—State Capitol Bldg.—Jt. Bd. 158: 
* MC 104139—Carter Transport, Bowman, N. D., certificate. 
January 12—Brooklyn, N. Y.—Hotel St. George—Examiner Boyden: 
Finance 11681—N. Y. S. & W. reorganization. 
January 12—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 2253 Sub. 6—Carolina Freight Carriers Corp., Cherryville, N. C., 
certificate to extend operations. 
MC 103920—Burge Transfer Co., Winston-Salem, N. C., certificate. 
January 12—Montpelier, Vt.—U. S. Ct.—Chairman McFeeters, Vt. Com.: 
Finance 13935—Application of Cent. Vt. for abandonment of branch 
line from Barre Junction to South Barre, Vt. 


CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





POSITION WANTED—Traffic manager, 18 years railroading, 8 
years private industry, 3 years Government. Thoroughly experienced 
all phases transportation, rates, ICC procedure, R.R. operation, private 
car management, import, export. Desires to return to industrial traf- 
fic management. Salary $6,000. Address Box 91, Traffic World. 









POSITION WANTED—Traffic man, 33 years old, fully experienced 
in industrial, rail and motor traffic management, now holding execu- 
tive position with motor transportation company, desires position as 
traffic manager with reputable industrial organization. Ability, quali- 
fications and references submitted to interested parties. Address Box 
92, Traffic World. 





AIR MAIL 


PASSENGERS 





AIR EXPRESS 


Fast, Dependable, Daily Sérvice to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. 


information consult any Air Ticket Office or any office of Pan American Airways System. 


tty Ct ES 


For passenger 


PAA 
PHN AMERICAN GRACE AIRWAYS A 
CHRYSLER BUILDING, NEW YORK 


* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Buena) Aires, Argentina 


SERVING PANAMA COLOMBIA ECUADOR 





For Safe.. Sure.. Swift 
Long-Distance Moving 
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BOLIVIA CHILE ARGENTINA BRAZIL 





